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PREAMBLE
FOR A DEVELOPING COUNTRY LIKE OURS, THE PROBLEM OF TRAN­
SPORT ASSUMES PARTICULAR IMPORTANCE. THE POSSIBILITY OF RA­
TIONAL EXPLOITATION OF ALL OUR NATURAL RESOURCES, THE LOCA­
TION OF NEW INDUSTRIES, DEVELOPMENT OF AGRICULTURE, A HAR­
MONIOUS DEVELOPMENT OF ECONOMIC ACTIVITY AS A WHOLE AND EVEN 
THE ESTABLISHMENT OF CONTACTS BETWEEN POPULATIONS WHICH HAD 
PREVIOUSLY BEEN TOO ISOLATED AND THEIR TRANSITION FROM A SUB­
SISTENCE ECONOMY TO A MARKET ECONOMY AND THE GROWTH OF TRADE 
FLOWS, ALL DEPENDSON FINDING A SOLUTION TO THIS PROBLEM.
NOT FORGETTING THE IMPORTANCE OF OTHER MEANS OF COMMUNICA­
TION WHICH EACH CONTRIBUTES INDIVIDUALLY TO THE GREAT WORK 
OF THE DEVELOPMENT OF OUR COUNTRY, IT IS OBVIOUS THAT SEA 
TRANSPORT HAS A SPECIAL ROLE, THAT IT IS THE PRIVILEGED 
MEANS OF ACHIEVING OUR GROWTH, AND IS THE SAFEST BET FOR OUR 
FUTURE.
THE CONSTRUCTION WHICH WE HAVE THE PLEASURE OF EXPLAINING IN 
THIS DISSERTATION, THE PORT OF COTONOU, REPRESENTS A VALUABLE 
LINK IN THE CHAIN OF SEA TRANSPORT, IT GIVES AN ACCOUNT OF 
THE DOUBTS WHICH HAD TO BE QUELLED, THE DIFFICULTIES THAT 
HAD TO BE OVERCOME, CONTINUOUS DEVELOPMENT AND OF THAT WHICH 
LED TO THE IRREVOCABLE DECISION OF THE GOVERNMENT OF OUR COUN­
TRY TO UNDERTAKE ITS CONSTRUCTION AND THEN ITS ENLARGEMENT.
THE PORT OF COTONOU BECAME OPERATIONAL IN APRIL 1965 AND THE 
PORT WHICH RESULTED FROM THE EXTENSION WAS BROUGHT BACK INTO
1
SERVICE IN 1982; IT THEREFORE SEEMED APPROPRIATE TO ANA­
LYSE THE ROLE OF THE PORT OF COTONOU IN REGIONAL ECONOMIC 
DEVELOPMENT IN WEST AFRICA SINCE IT WAS FIRST BROUGHT INTO 
SERVICE; TO UNDERTAKE AN ANALYSIS OF ACTIVITY IN THE PORT, 
ESPECIALLY IN RELATION TO INTERNATIONAL TRANSPORT OF GOODS 
IN THIS SUB-REGION OF AFRICA AND THE FORMULATION OF A POLI­
CY OF PORT DEVELOPMENT.
/•
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CHAPTER I
INTRODUCTION TO PORT DEVELOPMENT
1.2. TRADE DEVELOPMENT
INTERNATIONAL TRADE IS ONE OF THE PRECONDITIONS FOR ECONO­
MIC DEVELOPMENT AND THE PROSPERITY OF A COUNTRY. THE GROWTH 
IN EXCHANGES WITH OVERSEAS SPEEDS UP THE RATE OF DEVELOP­
MENT AND ALLOWS FOR THE SETTING UP OF A MONETARY ECONOMY,
THE RAPID ADVANCE OF URBANIZATION AND THE GROWTH OF LOCAL 
MARKETS.
SEA TRANSPORT IS OF PRIMORDIAL IMPORTANCE IN THESE INTER­
NATIONAL EXCHANGES; THIS GOES WITHOUT SAYING FOR DEVELOPED 
COUNTRIES, PARTICULARLY IN THE CASE OF HOLLAND (WHOSE IMPOR­
TED OR EXPORTED PRODUCTS HAVE TO BE CONVERGED BY SEA), BUT IT 
IS TRUER FOR TRADE IN DEVELOPING COUNTRIES. IN ACT RAW MATE­
RIAL OR SEMI-FINISHED PRODUCTS, WHICH MAKE UP THE BULK OF THE 
EXPORTS OF DEVELOPING COUNTRIES ARE BROUGHT TO INDUSTRIALIZED 
COUNTRIES, WHILST IMPORTS COMING FROM THE LATTER ARE FOR THE 
MAJOR PART MADE UP OF MANUFACTURED PRODUCTS; IT IS ESTIMATED 
THAT BETWEEN 70 and 90% OF EXPORTS COMING FROM DEVELOPING 
COUNTRIES ARE DESTINATED FOR DEVELOPED COUNTRIES AND THEY 
ARE TRANSPORTED BY SEA.
THERE IS THUS A CLOSE LINK BETWEEN SEA TRANSPORT AND THE 
OUTLOOK FOR ECONOMIC DEVELOPMENT, AND THE PORT AS AN INTER­
VENING ELEMENT IN THIS PROCESS OF ECONOMIC DEVELOPMENT IS 
THE DETERMINING FACTOR AND ACTS AS A CATALYST.
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so WHAT DOES THE PORT SYSTEM CONSIST OF? I|i INTERNATIONAL 
TRADE, THE PORT IS THE MAIN CENTRE OF CONSIGNMENT AND RE­
CEPTION OF GOODS WITH ALL THE COMPLEXITY OF THE OPERATIONS 
CONCERNING THE TREATMENT OF THESE GOODS (BEFORE OR AFTER 
DISEMBARKATION) THAT IT CREATES, IT IS THE LINK IN THE ^ 
CHAIN WHERE THE MEANS OF SEA TRANSPORT IS CONNECTED TO 
ALL FORMS OF LAND TRANSPORT.
_______
1.2. HISTORICAL ADVENT OF PORT IN AFRICA
IN ABOUT 1480, THE EUROPEANS LANDED ON THE AFRICAN SHORES 
OF THE GULF OF GUINEA AND THE CENTRE OF GRAVITY OF EX­
CHANGES SHIFTED TOWARDS THE COASTS, THE PORTUGUESE AN­
NOUNCED THE ERA OF LONG VOYAGES ACROSS THE SOUTH ATLANTIC 
AND THE INDIAN OCEAN, FOLLOWED LATER BY THE FRENCH, THE 
ENGLISH, THE SPANISHS AND THE DUTCH.
FROM THE 16TH pENTURY ONWARD SEA SHIPPING RELAYED THE 
MANY CARAVANS WHICH USED TO CROSS THE SAHARA DESERT. IN 
m 19TH CENTURY THE EXCHANGES OPEN, WITH THE PACE OF 
ECONIMIC DEVELOPMENT, BETWEEN THE WEST EUROPEAN CONTINENT 
AND THE WEST AFRICAN COASTS; MORETHAN 90% OF THESE WERE 
EFFECTED BY SEA, THAT IS TO SAY IN AFRICA FROM NOW IT WAS 
THE PRIMACY OF THE SHIP, THE PORT AND ITS LINKS WITH THE 
HINTERLAND. ■-------
1.3. CONTINUOUS EXPANSION OF THE PORT OF COTONOU
IN BENIN TWO EMBRYONIC CENTRES QUIDAH AND GRAND-POPO SER­
VED AS MARITIME OPENINGS ON TO THE ATLANTIC - TOWARDS THE
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END OF THE 19TH CENTURY, WITH THE VERY MARKET DEVELOP-^ 
MENT OF EXCHANGES BETWEEN THE WEST EUROPEAN CONTINENT AND 
THE COASTS OF THE BENIN GULF THE POTENTIAL OF THESE TWO
CENTS WAS BECOMING EXHAUSTED AND THERE WAS AN IMMEDIATE 
RISK TO HANDLING OPERATIONS. THUS AS EARLY AS 49fS THE 
CONSTRUCTION OF A WHARF HAD TO BE ENVISAGED.
THE POSITION OF COTONOU ON THE COAST WAS FAVOURABLE TO
THE CARRYING OUT OF SUCH A PROJECT, AND WORK WAS COMPLE­
TED IN 1928.
THE WHARF AT COTONOU HAD A METAL GANGWAY 400 M IN LENGTFp^ 
THAT WAS EQUIPPED WITH A DOZEN ELECTRIC CRANES AND ENDO­
WED WITH A FLOTILLA OF EIGHT LAUNCHS AND 28 SMALL BOATS 
ASSURING A LINK BETWEEN THE SHIPS ANCHORED ON THE WADS 
WHARF'S OPERATION TRAFFIC REACHED A LEVEL OF 304 TONS IN 
1960, EXCEEDING THE POSSIBILITIES OF THE PORT. CONSULTA- \ 
TIONS BETWEEN fiENENESE AND FRENCH AUTHORITIES AGAIN RESULTED 
IN THE TRANSFORMATION OF THE WHARF INTO A PORT CAPABLE OF 
RECEIVING A LARGE TONNAGE OF GOODS. ‘ ^
BETWEEN NOVEMBER 1959 AND JUNE 1965 THE CONSTRUCTION WORK 
OF THE PORT OF COTONOU COMMISSIONED TO FRENCH FIRMS AND IN 
PARTICULAR TO BCEOM (BUREAU CENTRAL D'ETUES POUR L'EQUIP- 
MENT D'^RWE-MER) CAME TO AN END.
THE PORT HAD A THEORICAL CAPACITY OF 400,000 TONS AND IN^ 
CLUDED AN ACCESS CHANNEL, PROTECTIVE FORTIFICATION QUAY­
SIDE CONSTRUCTIONS (WITH A CONVENTIONAL PORT AND A TRANSPORT
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PORT), SUPERSTRUCTURES, PLATFORMS, WAREHOUSE.
FROM 1965 TO 1972, THAT IS IN UNDER TEN YEARS THE PORT IN­
STALLATIONS NO LONGER MET THE EVER-GROWING NEEDS OF THE 
TRAFFIC (570,000 TONNS IN 1970) AND MOST OF ALL THE TRAFFIC 
COMING FROM COUNTRIES USING THE PORT OF COTONOU, NIGER, 
BURKINA FASO, MALI.
TO FACE THE RAPID INCREASE OF TRAFFIC THE BENENESE GOVERN­
MENT DECIDED TO FINANCE AN EXTENSION OF THE PORT. THE WORK 
OF ENLARGING THE FORMER PORT BEGAN IN FEBRUARY 1979 AND 
ENDED IN DECEMBER 1982.
FROM THIS CAME TWO ORDINARY POSTS, EACH 180 M IN SIZE, 
CONTAINER POST OF 220 M, A ROLL-ON - ROLL-OFF, STOCKS WARE­
HOUSE OF 1,800 M^ A CONTAINER FfARBOUR OF 65,000 M^ HUGE 
BITUMEN-SURFACED PLATFORMS, RAIL TRACKS AND A COMPLETE NET- 
WORJ<__OF_MANITAJION AND WATER SUPPLY^ jrHfTpi^JErrOFTTir^ 
ORT EXTENSiS^WaTeVAUJ?!^^ OF 13 BILLION,
500 MILLION CFA FRANCS, WITH A VIEW TO 1,888,000 TONNES 
OF TRAFFIC IN 1985, THE NEW PORT OFFERED THE FOLLOWING 
ECONOMIC ADVANTAGES; REDUCTION IN SHIP WAITING TIME, RE­
DUCTION IN EXTRA TRANSPORT COSTS, REDUCTION IN SERVICE 
TIME. ____ _
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CHAPTER II
PORT OF COTONOU: PRESENTATION
2.1. REGIONAL LOCATION
THE PORT,OF COTONOU IS LOCATED ON A LOW LYING SANDY COAST 
AT THE SOUTHERN EDGE OF THE TOWN OF COTONOU. ITS GEOGRAPHI­
CAL POSITION CAN BE DEFINED AS FOLLOWS; 6°21'2"N, 2°26'3"E 
IT CAN BE SEEN HOW IT IS AT EQUAL DISTANCE FROM THE PORTS 
OF LAGOS IN NIGERIA (115 KM) AND FROM LOME IN TOGO (135 KM;. 
THE PORT OF COTONOU WHICH ONLY SERVED THE BENIN REGION, 1 
NIGER AND TOGO (UNTIL THE BUILDING OF THE PORT OF LOME) SAW 
THE EMERGENCE OF TRAFFIC FOR MALI. AND NEW FLOW OF TRAFFIC 
FOR BURKINA FASO AND THE NIGERIAN TRAFFIC WHICH WAS CONVEYEI 
THROUGH COTONOU FROM 1975, PARTICULARLY AFTER THE WIDESPREAI 
CONGESTION OF NIGERIAN PORTS. THIS DIVERSE TRAFFIC IS THE 
RESULT OF THE PRIVELEGED GEOGRAPHICAL POSITION OF BENIN IN 
THE SUBREGION OF WESTERN AFRICA. IN FACT THE RELATIVELY 
FLAT AND UNDULATING RELIEF OF THE BENIN REGION PROVIDS A 
NATURAL TRANSPORT CORRIDOR FOR THE NEIGHBOURING ENCLOSED 
COUNTRIES. MOREOVER THE PORT OF COTONOU PROVES TO BE THE OPE­
NING ON TO THE SEA FOR THE NIGER, THE SHORTEST WAY TO SERVE 
EAST MALI AND BURKINA FASO. THE CONNECTIONS BETWEEN COTONOU 
AND THE MAIN TOWNS OF THESE COUNTRIES ARE AMONG THE SHORTEST, 
GOING IN THE DIRECTION NIGER, MIAMEY IS ONLY 1,058 KM AWAY,* 
TOWARDS BURKINA FASO, FADA N'GOURMA IS AT A DISTANCE OF 
785 KM, TOWARDS MALI, ASONGO IS AT 1,417 KM, AND GAO AT ,
1,516 KM. ALL OTHER POSSIBLE WAYS OF ACCESS TO THE SEA ARE |
i
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GENERALLY LARGER AND SEOMTIMES MORE DIFFICULT TO NEGOCIATE:
2.2. PRINCIPAL MARITIME AXLE OF ENCLOSED TERRITORIES
THE TRAFFIC OF A PORT WITH ENCLOSED TERRITORIES IS INFLU­
ENCED BY THE QUALITY OF COMMUNICATION LINES BETWEEN THE 
PORT AND THE NATIONAL AND INTERNATIONAL’NETWORK, CONSEQU­
ENTLY A PORT MUST PROVIDE RAPID AND SMOOTH TRANSIT BETWEEN 
LONG HAUL TRANSPORT AND THE PORT ZONE. IT IS THUS USEFUL 
TO ESTABLISH A CHART 5HAVTN® DISTANCES FROM THE HINTERLAND 
COUNTRIES TO THE PORT OF COTONOU, IN FACT THE BENIN REGION 
PROVES TO BE THE FASTEST AND EASIEST CORRIDOR OF ACCESS TO 
SERVE THESE COUTNRIES, NIGER; BURKINA FASO; MALI.
FOR THE NIGER REGION:
* COMBINED RAIL/ROAD LINK COTONOU - PARAKOU- DOSSO - MIAMEY 
1,058 KM; (RAIL 438 KM, ROAD 620 KM)
* ROAD LINK COTONOU - PARAKOU - DOSSO - NIAMEY 1,060 KM
* COTONOU - MARADI (CENTRAL NIGER) 1,454 KM
* COTONOU - ZINDER (EAST NIGER) 1,691 KM
* COTONOU - AGADES (NORTH EASTERN ZONE OF THE NAKEL AND THE 
SAHARA) 2,162 KM
FOR THE BURKINA FASO REGION:
* COMBINED RAIL/ROAD LINK COTONOU - PARAKOU - PORGA - FADA 
M'GOURMA - OUAGADRUGON 1,058 KM (438 KM RAIL, 620 KM ROAD)
* ROAD LINK COTONOU - SA'^LOU - PORGA - FADA M'GOURMA - ^
OUAGADONGOU 1,008 KM
* COTONOU - FADA M'GOURMA 785 KM
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* COTONOU - KOUPELA 873 KM
FOR THE MALI REGION:
* COTONOU - AZ0N60 1,417 KM
* COTONOU - GAO 1,516 KM ^
2.3. ORGANIZATION: THE ADMINISTRATIVE ASPECT
DIFFERENT ORGANIZATIONS INTERVENE IN THE PORT SYSTEM. IN 
THE ADMINISTRATIVE STRUCTURE WHICH CONTROLS THE COMPLEX 
FUNCTIONS OF THE PORT WE CAN QUOTE: THE AUTONOMOUS PORT 
OF COTONOU (PAC)^ TRANSIT AND CONSIGNMENT FIRMS OF 
(SONATRAC, SOTRACOB)^. THE AUTONOMOUS PORT OF COTONOU IS 
A NATIONALISED BODY OF AN INDUSTRIAL AND COMMERCIAL NATURE, 
IT WAS CREATED UNDER THE LAW No. 6439 ON 31ST DECEMBER 1964; 
THIS LAW WAS LATER MODIFIED BY THE AMENDMENT No. 76-55 OF 
OCTOBER 12ST 1976. IT IS A "OWNER'S" PORT OF INFRASTRUCTURE 
AND SUPERSTRUCTURE (WATER SURFACE, QUAY, PLATFORMS, HANGARS) 
RATHER THAN A "UTILITARIAN" PORT WHICH OFFERS ITS USERS 
THE LINE OF HANDLING EQUIPMENT ON THE QUAYSIDE OR A LARGE 
RANGE OF EQUIPMENT ON SHORE, OR A SERVICE PORT WHICH PRO­
VIDES SERVICES RANGING FROM THE RECEPTION OF SHIPS TO THE 
HANDLING OR STOCKING OF GCODS. IT FOLLOWS THAT ACTIVITY
IN THE PORT ZONE OF COTONOU.IS_J:ARRIED OUT BY SEVERAL OR-
GANIZATIONS, THE AUTONOMOUS_PORT AUTHORITY. (RECEPTION OF^ 
SHIPS, HIRING OF WAREHOUSES) OBEMAP (HANDLING ON BOARD AND 
ON SHORE, STOCKING) AND THE TRANSIT COMPANIES (CONSIGN­
MENT OF GOODS). ---------
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THE ASSITANCE OPERATIONS FOR SHIPS CARRIED OUT BY THE AUTO­
NOMOUS PORT AUTHORITY CONCERN PILOTING, TOWING AND MOORING, 
THE PORT AUTHORITY IS ALSO RESPONSIBLE FOR THE MAINTENANCE 
AND USE OF THE INSTALLATIONS, MANAGEMENT AND THE CARRYING 
OUT OF IMPROVEMENTS. GENERALLY SPEAKING THE INFRASTRUCTURE 
FOR THE RECEPTION OF SHIPS ARE GOOD, WAITING TIME IS MINI­
MAL.
AS FAR AS THE MANAGEMENT OF THE PORT IS CONCERNED A BOARD 
ADMINISTERS THE AUTONOMOUS PORT; THE DIFFERENT ADMINISTRA­
TIVE, TECHNICAL, FINANCIAL AND COMMERCIAL DEPARTMENTS, THE 
FISHING PORT, THE OPERATIONS DEPARTMENT ANDTHE STUDIES 
OFFICE ENSURE THE EFFICIENT USE OF THE EXISTING INSTALLAr 
TIONS AND THE EXECUTIVES STRIVE TO GUARANTEE THE PROFIT^ 
BILITY OFTHE PORT AND THE EFFICIENT AND SAFE TRANSIT OF 
GOODS. !
FOOTNOTE:
SEEN FOLLOWING PART DETAILED STUDY OF THESE ORGANIZATIONS
(1). (2)
2.4. A GLANCE AT THE EVOLUTION OF THE TRANSIT SYSTEM IN 
WEST AFRICA
THE NIGER, THE BURKINA FASO AND THE MALI REGIONS FORM A 
LARGE AREA SITUATED IN THE HEART OF AFRICA IN THE SAHEL 
ZONE. THANKS TO TECHNICAL PROGRESS (WITH THE USE OF LORRIES, 
RAILWAYS, PLANS) THE GOODS FROM THESE REGIONS MOVE RAPIDLY
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IN THE DIRECTION OF OTH^R COUNTRIES BEYOND THE ATLANTIC 
SEA. THE RESULT OF THIS WAS OBVIOUSLY THE GROWTH OF INTER­
MEDIATE POLES NOTABLY THOSE PORTS (DAKAR. ABIDJAN, COTONOU) 
LINKED WITH THE VAST HINTERLAND AND THUS THE DEVELOPMENT OF 
THE FUNCTION OF TRANSIT IN THE ZONE. TO THIS EFFECT CERTAIN 
PORTS SERVE AS TRADITIONAL CORRIDORS OF TRANSIT FOR THESE 
COUNTRIES, THUS THE PORT OF DAKAR SERVES MALI, ABIDJAN SERVER 
BURKINA FASO AND COTONOU SERVES NIGER. THE EVOLUTION OF THE 
FUNCTION OF TRANSIT IN THIS ECONOMIC ENVIRONMENT IS ALSO 
LINKED TO THE DEVELOPMENT OF EXCHANGE FLOWS (IMPORTS/EX­
PORTS) WITH THE EXTERIOR.
IT CAN BE REMARKED THAT THE REGIONAL FUNCTION OR EVEN THE 
SIZE OF WEST AFRICAN PORTS DEPENDS IN THE END ON THEIR CAPA­
CITY TO MOVE REGULARLY THE TRANSIT TRAFFIC OF ONE OR SEVE- 
RALS OF THESE ENCLOSED COUNTRIES.
HOW DOES PORT TRANSIT PROCEED?
PORT TRANSIT IS PRESENTED AS WHOLE RANGE OF OPERATIONS CON­
CERNING THE PASSING THROUGH OF THE GOODS IN THE PORT FROM 
RECEPTION OF THE SHIP UNDER HOISTS TO THEIR DELIVERY TO THE 
WAREHOUSE OF THE PROPRIETOR OR RECEIVING AGENT. ADDITIONALLY 
IT INCLUDS THE ADMINISTRATIVE FORMALITIES WHICH FOLLOW A 
CERTAIN NUMBER OF PROCEDURS, CALLING FOR THE USE OF COMPLEX 
DOCUMENTS. ■------- --
THE OUTLINE OF THE MECHANISM OF PORT TRANSIT IS AS FOLLOWS: 
* PHYSICAL OPERATIONS WHICH TAKE PLACE STRICTLY IN THE PORT
13
ITSELF.
(STEVEDORING, STOCKING, DELIVERY BY RAIL WAGON OR LORRY)
* SURFACE TRANSPORT (BY ROAD, RAIL, WATERWAYS)
* CUSTOMS STOCKING IN IMPORTING COUNTRIES
* DELIVERY TO PREMISES OF IMPORTER.
IT MUST BE NOTED THAT THE ELEMENTS OF TRANSPORT COST AR^"" 
AN IMPORTANT PARAMETER IN EVALUATING THE COMPETITIVENESS 
OF A PORT; AS FAR AS OUR STUDY IS CONCERNED WE WILL EXA- ' 
MINE THE ACTIVITIES OF THE PORT OF COTONOU WITH RELATION 
TO THE TRANSIT OF GOODS. '
/•
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CHAPTER III
PORT OF COTONOU: ACTIVITIES IN THE TRANSPORT OF GOODS
3.1. PORT OPERATIONS
3.1.1. NATIONAL SHIPPING ACTIVITY: COBENAM
BENIN REPUBLIC LIKE MOST AFRICAN COUTNRIES HAS NO MARITIME 
TRADITION BEFORE; THIS LACK OF EXPERIENCE WILL BE NOTICED 
IN THE CO-ORDINATION AND THE CONSISTENT OF A VIABLE SHIP­
PING POLICY. NEVERTHELESS BIG EFFORTS ARE ENGAGED. BILATE­
RAL AGREEMENT BETWEEN REPUBLIC OF ALGERIA AND REPUBLIC OF 
BENIN CREATED A SHIPPING COMPANY NAMED COBENAM (COMPAGNIE 
BENINOISE DE NAVIGATION MARITIME).
BENIN FOREIGN TRADE IS NOT SO BULKY THUS THE COBENAM SHIP­
PING COMPANY USES CONVENTIONAL SHIPS ONLY (2,000 to 9,000 
DWT). THE SHIPPING COMPANY STARTED ITS COMMERCIAL ACTIVI­
TIES IN MAY 1975 CHARTERING IN TIME TEN SHIPS WHICH ARE IN
r
REGULAR LINER SERVICE BETWEEN COTONOU AND HAMBURG. SINCE 
1977 THE SHIPPING LINE BECAME MEMBER OF THE CONTINENTAL 
WEST AFRICA CONFERENCE (c’oWAC) AND IN 1983, MEMBER OF THE 
MEDITERRANEAN WEST AFRICA CONFERENCE (MEWAC). IT IS REPRE­
SENTED IN NORTH EUROPEAN CONTINENT PORTS. BESIDES SHIPPING 
ACTIVITIES THE COBENAM LINE EXERCISES AT THE SAME TIME IN 
COTONOU PORT THE ROLE OF REPRESENTATION OF MANY SHIPPING 
LINES CALLING AT THIS PORT.
AT PRESENT IT IS NOTICED THAT EXPLOITATION OF THE FLEET IS 
GOING BAD TO WORST, THE COMPANY IS CONFRONTED WITH DIFFI-
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CULTIES BECAUSE OF THE NATIONAL TRAFFIC DECLINE AND THE 
CRITICAL ECONOMIC SITUATION OF AFRICAN COUNTRIES. IT IS
IMPORTANT FOR THE COBENAM SHIPPING COMPANY AUTHORITIES TO
ADOPT STRATEGIES IN ORDER TO ATTAIN THE PROFILABILITY POINT.
THE GENERAL MANAGER'S SKILL TO DESIGN ONE STRATEGY RATHER
THAN ONE ANOTHER MIGHT BE DETERMINATIVE IN OBTAINING NEW
MARKETS AND INCREASING THE ACTIVITIES OF THE COMPANY.
3.1.2. CARGO HANDLING: OBEMAP
IN THE PORT OF COTONOU, THE OBEMAP COMPANY (OFFICE BENINOIS 
DE MANUTENTION PORTUAIRE) IS MAINLY RESPONSIBLECARGO 
HANDLING; CONSEQUENTLY IT IS IN CHARGE OF LOADING AND UN­
LOADING, THE TRANSSHIPMENT OF CARGOES AND STOWING. THIS 
COMPANY IS A PUBLIC INDUSTRIAL AND COMMERCIAL BODY; IT HAS 
BEEN CREATED IN 1969.
THE OBEMAP COMPANY IS A LINK IN THE CHAIN OF MARITIME TRAN­
SPORT, IT INTERFERES BETWEEN THE LAND TRANSPORT AND THE SEA 
TRANSPORT WHEN THERE IS BREAKING OF LOAD: IT RE-ESTABLISHES
THE CONTINUITY OF MOVEMENT DIRECTING THE CARGO FROM THE 
LORRY ASHORE TO THE SHIP AND VICE VERSA WITH LIFTING MATE- /
RIALS OR ROLL ON - ROLL OFF. TO ACCOMPLISH THE ACTIVITIES
1
THE COMPANY HAS GOT AT ITS DISPOSAL THE FOLLOWING RESOUR-
^ES:
* CARGO HANDLING EQUIPMENT, FOUR FORK-LIFTS WITH 40 TONS 
CAPACITY T-0 HANDLE CONTAINERS, TWELVE FORK-LIFTS WITH
10 TONS CAPACITY, SIXTEEN TOWING VEHICLE, TWENTY-TWO 
TRAILERS, THREE LOADERS, THREE SKIPS TRUCKS AND OTHER
16
SKIPS TO HANDLE BULK CARGOES.
* CONCERNING HUMAN FACTORS, THE COMPANY EMPLOYES 3,000 WOR­
KERS; THE DOCK-WORKERS ARE 90 TO 95% OF THE TOTAL, THEY 
ARE DIVIDED IN MANY GROUPS OF WHICH THE NUMBER OF EACH 
ONE DEPENDS UPON THE TYPE OF CARGO HANDLING THEY UNDER­
TAKE.
THE OBEMAP COMPANY IS COMPOSED WITH FIVE DIFFERENT OFFICES: 
QUAY OFFICE, EQUIPMENT DEPARTMENT, COMMERCIAL DEPARTMENT, 
FINANCIAL DEPARTMENT, TRAFFIC AND CONTENTIONS DEPARTMENT.
THE ADEQUACY OF CARGO HANDLING SERVICES OFFERED BY THE 
COMPANY INDICATES THE PRODUCE OF 2,500 TONS OF SULPHUR HAND­
LED PER DAY. CONTAINERS ARE DISCHARGED 12 PER HOUR AND PER 
HOLD; 60 TONS OF OTHER GOODS AND 150 TONS OF BAGS ARE HAND­
LED BY EACH GROUP OF DOCK-WORKERS PER DAY.
THE TONNAGE OF GOODS YEARLY HANDLED IS ESTIMATED TO 
900,000 TONS. '
3.1.3. TRANSIT OPERATIONS
SONATRAC (SOCIETE NATIONAL^DE TRANSIT ET DE CONSIGNATION)
IS A FORWARDING COMPANY CREATED IN 1973 BY BENIN STATE WHO 
DETAINS THE MONOPOLY OF THE SHARES; THE COMPANY IS AN IN­
DUSTRIAL AND COMMERCIAL BODY, IT IS FINANCIALLY INDEPENDENT. 
ACCORDING TO ITS STATUS IT IS IN CHARGE OF TRANSIT ACTIVI­
TIES, BROKERAGE, CARRIER CONSOLIDATOR AND TRANSPORT CO-ORDI 
NATOR. IT IS WORTH NOTING THAT SOMATRAC'S ACTIVITIES ARE 
TURNED MAINLY TO TRANSIT OF CARGOES BELONGING TO BENIN STATE
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COMPANIES AND OFFICES; BESIDES NIGERIA BUSINESS MEN APPEAR 
AN IMPORTANT PART OF ITS CUSTOMERS. NOW. THE 50NATRAC COM­
PANY IS ALMOST ABSENT IN THE INTERNATIONAL TRANSIT FIELD.
SOTRACOB (SOCIETE DE TRANSIT ET DE CONSIGNATION DU BENIN),
THIS FORWARDING COMPANY HAS BEEN CREATED IN 1975 TO SUBSTI­
TUTE FOREIGN FORWARDING AGENTS SETTLED IN COTONOU BEFORE;
ITS STATUS IS MIXED COMPANY WHERE BENIN GOVERNMENT IS 65% 
SHAREHOLDER AND PRIVATE BUSINESS MEN DETAIN 35% OF THE SHARES. 
THIS COMPANY IS WELL EQUIPED; ITS ACTIVITIES CONCERN BOTH 
MARITIME TRANSIT AND AIR TRANSIT.
IT'S BASED IN MANY PLACES, COTONOU, PARAKOU, NIKKI, NIAMEY. 
ACCORDING TO CERTAIN AGREEMENTS BETWEEN BENIN STATE AND NIGER 
STATE, THE SOTRACOB COMPANY IS ENTITLED TO TREAT ONE THIRD 
OF TRAFFIC OF TRANSIT COMMODITIES OF NIGER REPUBLIC.
3.1.4. COTONOU'PORT AnD ITS HINTERLAND
(SEE IN ANNEX A MAP RELATED TO THE PORT AND ITS HINTERLAND) 
THERE IS NO DOUBT THAT A PORT EXPANSION DEPENDS UPON THE 
QUANTITY, THE QUALITY AND THE VALUE OF FREIGHT WHICH IS 
CARRIED ACROSS; THIS TRANSIT FUNCTION IS IMPORTANT BECAUSE 
OF THE STRUCTURE AMID THE INTERNATIONAL TRADE OBSERVED NOW. 
THUS, THE GROWTH OF A PORT SEEMS TO BE DEPENDING UPON A 
MAJOR FACTOR, ITS LOCATION VIS-A-VIS HINTERLAND IN OTHER 
WORDS AREAS WHICH NEED EFFECTIVELY AND POTENTIALLY ITS SER­
VICES. IN THE PORT OR COTONOU, COMMODITIES FXP,QBIED-j^NDLaM^
PORTED ARE THOSE DESTINED TO NATIONAL HINTERLAND AND THOSE
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IN TRANSIT FOR LAND-LOCKED COUNTRIES. THE DELIMITATION OF 
A SECONDARY HINTERLAND WILL CONSIST OF REGIONS NIGER, BUR­
KINA FASO AND MALI INFLUENCED BY TRADITIONAL COMMERCIAL RE 
LATIONS EXISTING BETWEEN THOSE COUNTRIES AND BENIN STATE.
FOR NIGER REGION, THE INFLUENCE OF THE PORT OF COTONOU IS 
PREPONDERANTE IN MARITIME EXCHANGES OF THIS COUNTRY AND 
OVERLAND FACTOR IS THE SHORTEST AND THE CHEAPEST COMPA­
RED TO OTHER PORTS. THAT INFLUENCE IS THE RESULT OF AN HI­
STORICAL PHENOMENA.
SINCE COLONIAL PERIOD AND DURING LONG TIME, THE WHARF OF 
COTONOU BUILT IN 1891 HAS BEEN THE UNIQUE INSTRUMENT SER­
VING FOR UNLOADING AND SHIPMENT OF GOODS; THE RAILWAY COM­
PANY (OCBN) BELONGING TO BENIN AND NIGER CREATED AT THAT 
SAME EPOCH WAS WORKING.
IN 1950 IT APPEARED THE NEED OF BUILDING A PORT AND THAT
SHOULD PLY BETWEEN BOTH BENIN AND NIGER THEN TOGO. THUS, 
SINCE THE PORT OF COTONOU HAS BEEN PUT INTO SERVICE IN
1965, ITS TRANSIT FI^NCTION STRENGTHENED VIS-A-VIS NIGER. 
SOME YEARS AGO THE GOVERNMENTS OF BENIN AND NIGER DECIDED 
TO LENGTHEN THE RAILWAY FROM PARAKOU TO MIAMEY, THEY CON- 
FERED HIGH PRIORITY TO THAT PROJECT. THIS DECISION UNDER­
LINES THE WILL OF THOSE COUNTRIES TO STRENGTHEN THEIR CO­
OPERATION AND TO USE THE PORT OF COTONOU AS A PRECIOUS 
TOOL FOR THEIR ECONOMY EXPANSION.
COTONOU IS GROWING PROGRESSIVELY; THE ASPHALTING OF THE 
ROAD MIAMEY. TILLABERY - LEBEGANGA (BORDER OF MALI) HAS 
BEEN DONE PARTLY, IT COULD BE ENDED IN 1985. IT IS WORTH 
NOTING THAT, UP TO NOW, HYDROCARBOUR CONSTITUTE THE TRAF­
FIC COMING IN TRANSIT IN COTONOU PORT TO GAO DESTINATION 
(MALI).
FOR BURKINA FASO REGION, BIG EFFORTS ARE DISPLAYED TO SET ^ 
UP SUITABLE INFRASTRUCTURE BETWEEN THIS COUNTRY AND BENIN. 
THE TWO COUNTRIES HAVE ALREADY BUILT (COMMON FUND) A BRID 
GE ON THE RIVER PEDJARI (BORDER BETWEEN BENIN AND BURKINA 
FASO). THE INFLUENCE OF THE PORT OF COTONOU IN EAST PART 
OF BURKINA FASO DEPENDS UPON THE ECONOMICAL DEVELOPMENT 
OF THAT AREA WHICH IS MAINLY AGRICULTURAL AND CONTAINS 
MINERAL RESOURCES.
3.2. PORT OF COTONOU, SERVANT OF FOREIGN TRADE; EXPANDING OF
/
AN INTERNATIONAL TRANSIT
PORT AUTHORITIES IN COTONOU APPLY BILATERAL AGREEMENTS AND 
FUNDAMENTAL PRINCIPLES OF UNITED NATIONS CONVENTIONS ON 
TRADE AND INTERNATIONAL TRANSIT OF LAND-LOCKED COUNTRIES 
FOR PASSING COMMODITIES OF NIGER, BURKINA FASO AND MALI. 
SO, THEY RECOGNIZE THE RIGHT FOR THOSE COUNTRIES WITHOUT 
LITTORAL TO HAVE ACCESS TO THE SEA; FURTHERMORE PORT 
AUTHORITIES ADMIT FOR THESE COUNTRIES THE COMPLETE EXEMP­
TION OF CUSTOM - DUTY AND OTHER TRANSIT TAXATIONS DUE TO 
IMPORT OR EXPORT CARGOES.
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3.2.1. TRANSIT CARGOES FOR LAND-LOCKED COUNTRIES 
NIGER:,
TRANSIT TRAFFIC OF NIGER STATE IS THE MOST IMPORTANT IN 
THE PORT OF COTONOU. IT IS PERCEPTIBLY REGULAR AND IN­
CREASING. THIS TRAFFIC IS MAINLY A FLOW OF IMPORT (90%) 
COMPERENDED HYDROCARBONS, BULK CARGO (CHEMICALS PRODUCTS 
CEREALS) AND OTHER GOODS IN CONTAINER OR CONVENTIONAL 
CARGO. EXPORT TRAFFIC IS COMPOSED MAINLY WITH CHEMICAL 
PRODUCTS (URANAT 6,000 TONS PER YEAR).
BILATERAL AGREEMENTS BETWEEN BENIN STATE AND NIGER STATE 
DEFINE CARGO TRANSIT CONDITIONS FROM THE PORT AREA IN 
COTONOU TILL THE BORDER OF NIGER. THOSE FACILITIES OF 
PASSING CONCERN THE USE OF PORT INSTALLATIONS NAMELY 
BERTHERY OF VESSELS CARRYING COMPLETE CARGO FOR NIGER 
STATE, THE TRANSFER OF PORT OF LAND IN PORT AREA FOR STO­
RING GOODS, STATIONING TIME OF COMMODITIES OF NIGER (WITH- 
/OUT TAXES) LONGEST THAN NATIONAL CARGO IN WAREHOUS.^SOME 
GOODS PROCEEDING OR DESTINED FOR DISTANT REGIONS OF NIGER 
(TAHOUA, AGADES, ZINDER, ARLET ...) SUBMISSIVE TO HIGH 
INLAND TRANSPORT COST, PROFIT OF PREFERENTIAL PORT TARIFFS.
CONCERNING CUSTOM PROCEDURES, AN AGREEMENT BETWEEN BENIN 
STATE AND NIGER PLACES GOODS DESTINED FOR NIGER UNDER IN­
TERNATIONAL TRANSIT RULE. SO, THE UNIQUE DOCUMENT ESTABLI­
SHED AT THAT OCCASION IS NAMED"L'ACQUIT A CAUTION (FORMU- 
LAIRE D15 OR D15 BIS)" WITHOUT OTHER TAXES BEFORE CARRY­
ING OFF THE GOODS.
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THE CO-ORDINATION OF THOSE TRANSIT OPERATIONS IS MADE 
MAINLY BY TWO FORWARDING COMPANIES, THE HITRA COMPANY 
(NIGER TRANSIT) AND THE SOTRACOB COMPANY (SOCIETE DE 
TRANSIT ET DE CONSIGNATION DU BENIN).
CARGO TRANSIT EVOLUTION THROUGH THE PORT OF COTONOU COM­
PARED TO THE TOTAL IMPORT OF NIGER STATE FOREIGN TRADE.
U = MILLIERS DE TONNES
ANNEES TOUS PRODUITS GROUPE DES 4 PRINCIPAUX AUTRES PRODUITS
PRODUITS (1)
1978
TOTAL VIA
RPB
AUTRES
ORIGINES
TOTAL VIA RPB AUTRES
ORIGINES
TOTAL VIA
RPB
AUTRES
ORIGINES
TONNAGE 487 230 257 3/-8T'^ 173 175 139 57 82
% 100% 47% 53% 100% 50% 50% 100% 41% 59%
1979
TONNAGE 633 220 213 425 178 247 208 42 166
%
1980
100% 35% 65% 100%
r
42% 58% 100%
OC
M 80%
TONNAGE 719 290 429 444 233 211 275 57 218
% 100% 40% 60% 100% 52%
C
O 100% 21% 79%
1981
TONNAGE 706 329 377 294 224 70 412 104 308
%
1982
100% 46% 54% 100% 76% 24% 100% 25% 75%
TONNAGE
%
nd 317 nd nd 226 nd nd 91 nd
(1); HYDROCARBURES, CEREALES, SOUFRE, SEL.
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MALI:
THE PORT OF COTONOU AND THE PORT OF LOME ARE MARGINAL TRAN­
SIT PORTS AS FAR AS TRANSPORT OF FOREIGN TRADE OF MALI IS 
CONCERNED AND THAT WOULD APPLY TO 500,000 TONS PER YEAR 
OF CARGO FROM/TO OVERSEAS COUTNRIES. BUT NOW TRANSIT CAR­
GO DESTINED FOR MALI STATE PASSING THROUGH THE PORT OF 
COTONOU IS INCREASING, FROM 3,500 TO 5,000 TONS PER YEAR, 
OBVIOUSLY IT IS BETTER THAN WHICH IS INREGISTRED IN 1978. 
FOR INCREASING THE TRAFFIC IT IS FORESEEN A RATE OF 5% PER 
YEAR; THE TRANSACTION CONCERNS HYDROCARBONS, FOODS AND 
OTHER GOODS.
GROWTH OF CARGO IMPORT OF MALI STATE PASSING THROUGH THE 
PORT OF COTONOU 1980 - 1982.
PRODUITS
HYDROCARBURES
MARCHANDISES
DIVERGES
ANNEE
1980 1981 1982
4,624 25 46
135 2,000 8,073
TOTAL 4,759 2,025 8,119
SOURCE: PORT AUTONOME DE COTONOU
BURKINA FASO:
EXCHANGES BETWEEN BURKINA FASO STATE AND OVERSEAS COUNTRIES 
IN TRANSIT BY THE PORT OF COTONOU WERE ALMOST NON-EXISTENT. 
THEY HAVE BEEN EFFECTIVE IN 1982 WITH HYDROCARBURES MAINLY 
AND OTHER GOODS. NOW THIS COUNTRY HAS GOT AT ITS DISPOSAL
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A PORTION OF LAND OF 2,000 m' IN THE PORT AREA FOR SETTING 
TRANSIT COMMODITIES.
GROWTH OF CARGO IMPORT OF BURKINA FASO STATE PASSING 
THROUGH THE PORT OF COTONOU 1980 - 1982.
PRODUITS ANNEE
1980 1981 1982
HYDROCARBURES nd 21 7,581
MARCHANDISES
DIVERSES nd 7 1,076
TOTAL . 17 28 8,657
SOURCE: PORT AUTONOME DE COTONOU
3.2.2. TRANSPORT - DEL^VE^Y FOR LAND-LOCKED COUNTRIES____________
A WELL ORGANIZED INLAND TRANSPORT SYSTEM IS VERY IMPORTANT 
TO CONNECT ECONOMICAL ZONES TO PORT AREA AND FOR THE EXPAN- 
SION OF PORT HINTERLAND. IN BENIN STATE THAT IS MADE BY 
THE RAILWAYS AND THE ROAD SYSTEM.
SINCE 1959 BENIN AND NIGER TAKE ADVANTAGE OF A RAILWAY COM­
PANY NAMED OCBN (ORGANIZATION COMMUNE BENIN-NIGER). THE 
OCBN RAILWAY COMPANY IS AN INDUSTRIAL AND COMMERCIAL PUBLIC 
BODY; IT IS UNDER THE CONTROL OF BOTH BENIN MINISTERY OF 
TRANSPORT AND NIGER MINISTERY OF TRANSPORT. THE PRIMARY 
TASK OF THIS COMPANY IS TO CARRY GOODS FROM THE PORT OF 
COTONOU TILL PARAKOU THEN TO ORGANIZE THE FINAL DISTRIBU­
TION OF THOSE GOODS TO DESTINATION OF NIGER, BURKINA FASO
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AND MALI. THE RAILWAY SYSTEM CONSISTS OF:
NORTH LINE COTONOU-PARAKOU 438 KM
COASTAL LINE EAST PART COTONOU-POBE 107 KM
COASTAL LINE WEST PART PAHOU-SEBROROUE 34 KM J
THE RAILWAY IS THE LEADING TRANSPORT MODE BUT IT IS RELIEVED 
BY THE ROAD SYSTEM WHICH CONNECTS FIRST THE ATACORA REGION 
IN BENIN TO BURKINA FASO STATE, THEN THE BORGOU REGION IN 
BENIN TO NIGER STATE AND MALI STATE. THOSE DIFFERENT MEANS 
OF TRANSPORT PERMIT TO DRAIN THE ECONOMICAL ZONES TOWARDS 
THE PORT OF COTONOU. THE FREIGHT BUREAU OF THE COMPANY IS 
LOCATED IN PAI^AKOU OF WHICH THE ROLE IS TO DIVIDE CARGO 
BETWEEN OTHER CARRIERS FOR THE DISTRIBUTION TO THE FINAL 
DESTINATION. GOODS CARRIED ARE MAINLY CEREALS, CHEMICAL 
PRODUCTS, HYDROCARBURES, SALT, OTHER FOODS, MATERIAL OF ^ 
EQUIPMENT. i
i
THE OCBN RAILWAY COMPANY CO-OPERATES WITH ROAD TRANSPORT | 
ASSOCIATIONS IN NIGER, BURKINA FASO AND MALI TO FACILITATE j 
THE CARRIAGE OF THOSE COMMODITIES AND GRANTS A PREFERENTIAL 
TARIFF. SOME OF THOSE ASSOCIATIONS ARE MAINLY STNT (SOCIETE , 
NATIONALE DE TRANSPORTS NIGERIANS), TRANS-BENIN (TRANSPORT 
BENIN), CIT (CENTRE INTERNATIONAL DE TRANSACTIONS) AND 
OTHER PRIVATE CARRIERS.
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3.2.3. TRANSIT CARGOES FOR NEIGHBOURING COUNTRIES 
NIGERIA - TOGO
IN 1975 THE PORTS OF NIGERIA WERE CONGESTED. THE PORT OF 
COTONOU BENEFITED FROM THAT SITUATION INDEED; A PART OF 
LAND (20,000 m') IN THE PORT AREA HAD BEEN OFFERED TO 
NIGERIA STATE FOR THE TRANSIT OF ITS GOODS. BETWEEN 1977 
AND 1980 THE TONNAGE OF TRANSIT GOODS INCREASED 213,000 
TO 548,000 TONS. THE TRANSHIPMENT OF HYDROCARBURES PROCEE­
DING FRQM LAGOS WAS EFFECTED IN THE PORT OF COTONOU FOR 
EXPORT IN OVERSEAS COUNTRIES.
ACTUALLY TRANSIT CARGOES FOR NIGERIA HAVE DECREASED SINCE 
THE COMING INTO SERVICE OF NEW PORT INFRASTRUCTURS IN 
LAGOS. NEVERTHELESS ONE CAN ALWAYS NOTICE THE USE OF THE 
PORT OF COTONOU FOR THE TRANSIT OF CEREALS AND SOME GOODS 
DESTINATED TO THE NORTH OF NIGERIA.
ROAD CONNEXIONS BETWEEN BENIN AND NIGERIA ARE VERY PERFECT. 
THE TWO COUNTRIES AGREED ON A PROJECT OF BUILDING PREMISES 
TO CONSTITUTE COMMON CUSTOM OFFICES AND SECURITY CENTRES; 
THAT SHOULD SIMPLIFY THE FULFILMENT OF CUSTOM PROCEDURS ’ 
AND ACCELERATE THE DISTRIBUTION OF COMMODITIES DESTINED 
TO. NIGERIA STATE. THE ECONOMICAL CO-OPERATION BETWEEN THE 
TWO COUNTRIES IN THE INDUSTRIAL SECTOR (CEMENT FACTORY OF 
QUIGBOLO AND SUGAR FACTORY OF SAVE COMMON TO NIGERIA AND 
BENIN) SHOULD PERMIT EXCHANGE RELATIONS TO PROGRESS.
CONCERNING TOGO STATE, CARGO TRANSIT DESTINATED TO THIS
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COUNTRY IS NOT REGULAR; SOME EXAMPLES 7,305 TONS IN 1980, 
3,293 TONS IN 1981, 6,056 TONS IN 1982.
THE TRAFFIC CONSISTS OF AN IMPORTANT PART OF HYDROCARBURES.
3.2.4. ANALYSIS OF TRAFFIC EVOLUTION IN THE PORT OF COTONOU
TRAFFIC FORECAST STUDIES UNDERTAKEN DURING THE COMING INTO 
SERVICE OF THE PORT INSTALLATIONS IN 1965 HAVE FORESEEN THAT 
IN 1985, 900,000 TONS OF CARGO WOULD BE HANDLED. BUT PORT 
STATISTIC ANALYSIS VERIFY A TRAFFIC GROWTH FROM 450,000 
TONS IN 1968 TO 681,619 TONS IN 1972, THEN 1,133,574 TONS IN 
1982 WITH A CAPE OF 1,500,000T0NS IN 1979. THIS LAST FIGURE 
ENREGISTED IN 1979 IS EXCEPTIONAL AND RESULTS FROM TRAFFIC 
OF HYDROCARBURES OF NIGERIA IN TRANSHIPMENT IN THE PORT 
OF COTONOU.
SINCE 1965 TILL 1982 THE TOTAL TRAFFIC OF IMPORTS AND EX­
PORTS INCREASE^ REGULARLY AT 6,7% PER ANNUM, THAT IS THE 
EFFECT OF AN EXPANSION OF COMMODITIES IMPORTED; FOR GOODS 
EXPORTED THE TONNAGE DECREASED TO 7% PER YEAR. THE CONSE­
QUENCES OF THOSE RESULTS EXPLAIN THE SIGNIFICATN GROWTH 
OF IMPORTATIONS IN THE TOTAL PORT TRAFFIC (79% IN 1965 TO 
95% IN 1982).
IN 1983, THE PORT OF COTONOU HAD BEEN AFFECTED BY THE 
WORLD ECONOMICAL CRISIS SO THE TRAFFIC BENDED PLAINLY TO 
800,581 TONS; AT THAT PERIOD THE IMPORTS DECREASED.
THE IMPORTS IN THE PORT OF COTONOU CONSIST OF FOUR GROUPS
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OF PRODUCTS MAINLY HYDROCARBURES, DRYBULK CARGO (CLINKER, 
GYPSE, SULPHUR ...), CEREALS AND OTHER GOODS.
THE TENDENCY IS REVERSE FORTHE EXPORTS; IN FACT CARGO 
EXPORT FOR BENIN STATE BENDED TO 4% PER YEAR, THAT OF 
iJIGER STATE PASSING THROUGH THE PORT OF COTONOU DECREASED 
TO 18,9% PER ANNUM.
THE TOTAL EXPORT TRAFFIC OF THE PORT DECLINE FROM 30% IN 1965 
TO 5% IN 1982. BENIN AND NIGER ARE THE TWO COUNTRIES USING 
THE PORT OF COTONOU FOR EXPORT GOODS. AGAIN BENIN AND NIGER 
ARE FURTHERMORE COMPARATIVELY TO OTHER COUNTRIES THE MAIN 
PORT USERS FOR IMPORT GOODS.
CONTAINERS TRAFFIC MAINTAINS AN IMPORTANT LEVEL IN THE 
GLOBAL PORT TRAFFIC, 13,80% IN 1982, 16,79% IN 1983; MORE 
AND MORE THIS TRAFFIC IS EXPANDING IN THE PORT OF COTONOU.
IT IS WORTH NOTING THAT IN- TERMS OF TONNAGE THE TOTAL PORT 
TRAFFIC OF IMPORTS AND EXPORTS IN COTONOU HAVE GROWN THREE 
TIMES SINCE 1965 TILL 1982. NOW, FORESEEING A NEW TRAFFIC 
EXPANSION IN THE PORT OF COTONOU MEANS TO RELY NECESSARILY 
ON THE PERSPECTIVES OF FOREIGN TRADE DEVELOPMENT OF BENIN 
STATE AND HINTERLAND COUNTRIES NAMELY NIGER, BURKINA FASO, 
MALI; THOSE PERSPECTIVES MUST BE ENCOURAGING SUCH AS TO 
JUSTIFY A NOTABLE GROWTH OF PORT TRAFFIC.
28
Tcannages en milllers de tcjnnes
fi'/'QLUTICS^ DU 3)U I Cm IJE COTOIIOU
(i960 a 1981)
M 0 I S
1 9 6 6 1967 1968 1969
Import Hxpctrt Total Impost Export Total Import E/pert Total Import Expert Total
4j3nvj.61? ••••••••••••••«••• 23,7 10,5 34,2 30,5 17,6 48,1 24,2 14,3 38,5 32,6 10,0 42,6
F@vi^d.@]7 •••••••••••••••••• 31,4 1313 44,7 21,5 13,5 35,0 23,8 iH,: 15,1 42,5
ll33?S #•••••••••*••««•••••• 26,5 15,0 41,5 27,7 19,4 47,1 26, 1 19,2 45,3 43,8 17,4 61>^
Av^xl ••••••••••••••••••*• 19,4 10,2 29,6 22,7 10,7 33,4 23,0 14,4 37,4 43,9 19,9 63,8
l.lSiX •••••••••••••••••••••• 16,8 15,4 32,2 20,0 16,8 36,8 2%1 20,9 42,6 34,1 11,8 45,9
Jutn ••••••••»•«•»•«•••••• 21,8 13,2 35,0 24,1 12,5 36,6 22,4 13,9 36,3 33,4 15,0 53,6
21,9 8,8 30,7 33,2 16,1 '’0,3 • 3 I6,6 38,9 36,2 16,5 52,7
AOU.'t ««4«»*‘!**»«**«»****** 20,3 6,6 26,9 2^.2 13,0 /I1.2 24.5 iGy '■ 4'', 7 17,6 7,6 25,4
SoiD'boinlD^^s •«•••••••••••••• 19,5 3,8 23,3 i2,6 10,9 . 23,5 15,5 9.S 25,4 30,3 23,6 53,4
0cisol^3?6 28,1 2,0 30,1 23,8 11,7 35,5 3-,0 8,6 ■ 38,6 23,0 8,5 31,5
Kov0tnl}P6 •••••••••••«••••• 16,6 2,4 19,0 20,5 8,0 28,5 24,9 4,4 29,3 19,7 ' 13,0 32,7
^@06Qll]Q?0 •••••*•«••••••••• 19,2 2,8 22,0 25,0 7,0 32,0 25,4 9,8 35,2 27,2 13,0 40,2
Anxi^o •••••••••••••••••••» 265,2 104,0 369,2 289,8 157,2 447,0 283,8 162,3 446,1 374,9 170,6 545,5
Tonnages en milUers de tonnes
EVOUJTICM DU TRAI'IC DU PORT DE COTgiOU (suite) 
(1970 a 1973)
U 0 I s
1970 1971 1972 1973
Import Export Total Import Export Total Import Export Total Import Export (total
Janvier...................... .. 36,3 18,9 55,2 37,5 -20,5 58,0 , 37,9 •*< n ... 54,6 40,9 14,3 55,2
Fevrier................................. 31,2 9,4 40,6 25,7 19,8 45,5 31,6 19,0 50,6 55,0 19,2 74,2
l£ars ....................................... 3l,f. 21,7 63,3 49,5 21,9 71,4 48,5 25,5 74,0 29,9 18,4 43,3
Avril ..................................... 39,6 16,2 55,8 35,9 24,9 60,8 39,6 12,5 52,1 35,5 17,8 53,3
Mai......................................... 25,3 13,3 38,6 44,6 16,2 60,8 61,7 17,8 79,5 47,3 12,9 60,2
Juin....................................... 39,0 18,6 57,6 20,5 22,4 42,9 50,3 18,0 68,3 50,9 10,8 61,7
Juillet ................................. 48,8 13,0 62,0 29,8 15,5 45,3 34,6 17,2 51,0 47,6 17,0 64,6
Aout....................................... 29,6 8,8 38,4 43,3 12,8 56? 1 36,5 10,5 47,0 34,1 7,0 41,1
Septcmbre ............................ 21,7 16,7 38,4 30,4 13,0 43,4 48,1 14,8 62,9 46,3 8,5 54,8
Octobre ................................. 30,0 12,6 42,6 26,7 9,7 36,4 32,9 8,7 41,6 60.J 6,0 66,7
llovembre .............................. 23,2 13,3 36,5 41,6 5,3 46,9 45,6 4,2 49,8 50,4 4,8 55,2
D^embre............. ................ 21,0 10,0 31,0 27,7 12,8 40,5 43,8 5,6 49,4 47,1 5,4 52,5
Ann4e ..................................... 387,3 172,5 559,8 413,2 194,8 608,0 511,1 170,5
1
681,6 545,7 142,1 687,8
Tonna^s en milliers do tonnes
py/OLlfTIttl DU TRAFIC DU PORT DE COTOnOU (.'suite)
(1974 a 1977)
M 0 I S
1974 1975 1976 1977
Import E)qport Total Import Export
I Total Import Export Total Import Export Total
Janvier............. .............. f4t9 10, 1 75,0 49,5 6,2 55,7 81,2 16,5 97,7 1 » ' 6,2 85.8
Pevrier ............. ............... 31,9 9,5 41,4 46,5 15,2 61,7 61,6 7,2 63,8 56,7 7,9 6^".
Mars ................................... 35,5 21, 1 56,6 44,2 9,4 53,6 43,4 17,1 60,5 97,0 4,0 101,0
A'/ril ................................. 59,0 16,3 75,3 64,3 19,2 83,5 64,3 11,8 76,1 77,6 11,0 88,6
Mai..................................... 58,4 9,6 63,0 72,6 4,2 83,8 46,1 15,6 61,7 91,4 6,9
93,3
Juin................................... 45,5 20,6 66,1 85,6 6,5 92,"l 76,2 11,7 87,9 63,0 11,0
74,8
Juillet ............................ 60,5 7,0 67,5 39,9 49,0 39,8 5,0 44,8 122,8 8,2 131,0
Aout................................... 49,3 3,0 52,3 37,1 6,5 43,6 77,5 16,4 93,9 70,0 3,9 73,9
Septembre ........................ 44,5 4,2 48,7 33,0 3,8 36,8 76,3 13,3 89,6 72,6 2,1 74,7
Octobre ............................ 64,2 6,7 70,9 79,8 7,7 87,5 44,6 3,0 47,6 83,6 5,5
89^1
Movembre............. *.......... 38,8 14,6 53,4 47,2 7,0 54,2 76,4 5,5 81,9 68,4 3,1
71,5
J)qC€SD1?3^@ •••••••••••«• 58,6 4,4 63,0 47,5 7,3 54,8 96,9 5,1 102,0 89,7 3,0 92,7
Annde ................................. 611,1 127,1 738,2 647,2 108,1 755,3 784,3 128,2 912,5 973,2 73,4
1046,6
I-IVOLUTIOH DE TRAFIC DU TOilT DE COTPIjOU (suite ot fin)
( 1978 a 1981)
Tonnages en niilliers de tonnea
M 0 I S
1978 1979 1980 1981
Import EJxport Total Import Itcpurt Total Impor u .. ...-t T’f't.al Bnf,oort Export
___ —
Total
Janvier ......... 57,7 2,9 60,6 141,6 1,5 143, 80,1 6,3 86,4 91,3 4,5 96,3
Fevrier ......... 97,7 3,2 100,9 72,5 4,8 77,3 90,9 10,1 101,0 59,6 2,6 62,2
Mara....... . 5o,2 4,6 60,8 - 168,2 6,9 175,1 42,6 10,2 52,8 91,9 4,3 96,2
Avril .......... 87,6 3,3 90,9 193,0 1,4 194,4 76,6 6,6 83,2 66,3 3,7 70,0
Mai............ 66,5 9,3 75,8 133,1 12,2 145,3 76,6 9,5 86, 1 117,2 3,3 120,5
Juin ............ 96,9 5,1 102,0 80, 1 7,4 87,5 85,9 5,1 91,0 101,2 10,0 111,2
Juillet ........ 94,3 3,9 98, 2 118,7 8,2 126,9 89,8 7,1 96,9 22,9 7,3 30,2
^o\x^ ••••••«••••• 57,3 1,7 59,0 135,6 4,9 140,5 76,2 7,0 83,2 126,6 6,9 133,5
Septembre ...... 99,9 3,6 103,5 141,2 2,0 143,2 50,7 2,3 53,0 102,2 1,6 103,8
Octobre ........ 98,6 1,9 100,5 98,0 2,4 100,4 77,5 4,9 82,4 90,2 1,0 91,2
Novembre ....... 119,7 2,9 122,6 93,5 2,4 95,9 39,2 10,1 49,3 84,7 5,6 90,3
Becembre ........ 73,6 7,3 80,9 64,9 6,6 71,5 62,8 5,8 68,6 155,7 3,9 159,6
Arai6e.......... 1006,0 49,7 1055,7 1440,4 60,7 1501,1 848,9 85,0 933,9 1110,3 54,7 1165,0
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TOTAL
1 3 4 5 6 7 L..“ 10
1972 68T.619 511.107 170.512 29.864 150.564 104.105 25^6-438 140.648 397.086
1973 687.847 545.738 142.109 23.487 158.853
4/>
1 109.843 277.042 113.622 390.664
1974 738.280 611.109 127.171 28.047 153.157 176.958 280.994 99.124 380.118
1975 755.308 647.225 108.083 27.473 172,235 123.177 351.813 80.610 432.423
T976 912.544 784.373 128,171 42.353 170.626
^158.017 455.730 85.818 541.548
1977 1.046.627 973.219 73.408 16.518 189.408 149.911 633*900 690.790
1:978 1.055.763 1.006,019 49.743 4.271 309.304 208.555 488.160 45.473 533.633
1979 1.502.300 1.441.100 6t.aoo 12.800 789.800 314.400 336.800 48.500 385.300
T980 953.100 867.600
_ _ _ _ _ _ L
85.500
------------------- u
26.300 199.500 298.500 369.600 59.2D0 428.800
CHAPTER IV
FORMULATING A PORT DEVELOPMENT POLICY
IN THE CONTENT OF THE PREVIOUS CHAPTERS CERTAIN MAIN FACTORS 
RELATED TO THE STANDARD FORM PORT ANALYSIS AND DEVELOPMENT ' 
HAVE BEEN STATED INSIGHT OF THE ITEM OF THIS PROJECT; SOME 
BASIC FACTORS REGARDING THE LOCATION OF THE PORT NOT LEAST 
IN RELATION TO OTHER PORTS AND TRANSPORT CENTERS, THE PORT 
FACILITIES, THE SOCIO-ECONOMIC ENVIRONMENT OF THE PORT,
PORT AUTONOMY, PORT ACTIVITIES. BUT IN PORT STUDIES, GENE­
RALLY TWO MAIN SUBJECTS CAN BE IDENTIFIED, VIZ IMPROVEMENT 
OF THE EXISTING SITUATION, AND DESIGN OF A REQUIRED FUTURE 
SITUATION; IN THIS CONTEXT WHAT COULD BE THE GUIDING SENSE 
OF PORT DEVELOPMENT? HOW COULD IT BE APPLIED TO PORTS IN 
DEVELOPING COUNTRIES?
4.1. MAIN FEATURES OF PORT DEVELOPMENT
PORT INDUSTRY IS A COMPLEX INSTALLATION AND THE DEVELOPMENT 
OF PORTS IS A HIGHLY CAPITAL INTENSIVE BUSINESS; THUS PORT 
EFFICIENCY IS NOT AN EASY PROBLEM TO BE SOLVED. THE PRIN­
CIPAL DEVELOPMENT STRUCTURES OF A PORT CAN BE CHARACTERIZED 
BY THE ORGANIZATION OF PORT ACTIVITIES, THE IMPROVEMENT OF 
PORT OPERATION, GOOD TRANSPORT CONNECTIONS, PROPER FINAN­
CING SYSTEM, TRAINING AND PORT PROJECTING.
4.1.1. ORGANIZATION OF PORT ACTIVITIES
THE ORGANIZATIONAL SET-UPS - I.E. THE ORGANIZATION PLANS,
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MANAGERIAL FUNCTIONS, CO-OPERATION AND RELATIONS WITH 
THE MOST IMPORTANT PORT USERS AND THE RELATIVE EFFECTIVE­
NESS OF THIS CO-OPERATION ARE IMPORTANT FOR EACH PORT AD­
MINISTRATOR TO KNOW.
IN THIS, A THOROUGH STUDY OF THE LOCAL ORGANIZATION AND 
RELATED PROCEDURES IS ESSENTIAL WHEN ATTENTING TO OPTIMIZE 
THE THROUGH-PUT OF AN EXISTING PORT. BY SIMPLY IMPROVING 
THE PROCEDURES A CONSIDERABLY GAIN IN THE OPERATION OF THE 
PORT AS A WHOLE CAN OFTEN BE OBTAINED. BUT MANAGEMENT OF 
THE ORGANIZATIONAL STRUCTURES OF THE PORT IS GENERALLY A 
VERY COMMON PROBLEM.
THE MAIN PORT ACTIVITIES COULD BE DIVIDED AS FOLLOWS:
* MARINE SERVICES, GENERALLY STATE OPERATED
* TERMINAL SERVICES, OFTEN PRIVATELY OPERATED, BUT MIXED 
SYSTEMS ARE EMERGING
* PUBLIC SERVICES INCLUDING THOSE OF THE PORT AUTHORITY 
ITSELF
* AUXILLIARY PORT SERVICES, GENERALLY OF LOCAL CHARACTER 
OPERATED
* OTHER PORT ACTIVITIES, BASICALLY INDUSTRIAL AND TRADING 
FIRMS OPERATING IN THE PORT AREA; GENERALLY PRIVATELY 
OWNED AND OPERATED
MOST OF THESE ACTIVITIES ARE CARRIED OUT BY PUBLIC OR SEMI 
PUBLIC BODIES, AND GENERALLY THE 5 RELEVANT DEPARTMENTS 
ORGANIZED FOR THIS PURPOSE IN THE PORT AREA;
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* THE ADMINISTRATIVE DEPARTMENT
* THE DEPARTMENT FOR FINANCE AND COMMERCE
* THE OPERATIONAL TRAFFIC AND MARINE DEPARTMENT
* THE ENGINEERING DEPARTMENT
* THE PLANNING, RESEARCH AND PR DEPARTMENT
THE FUNCTIONING OF THIS FORMAL ORGANIZATION IS ENTRUSTED 
TO THE PORT AUTHORITY WHO FIXES THE PORT OBJECTIVES AND 
POLICY. TO NATIONALIZE AND TO ACHIEVE THE OPTIMAL FUNCTIO­
NING OF THIS ORGANIZATIONAL STRUCTURE, A MANAGEMENT CONTROL 
SYSTEM COULD BE APPLIED; SOME BASlO PORT MANAGEMENT PRINCIPLES 
ARE:
* MANAGEMENT SHOULD FOLLOW STRICT LINES OF JURISDICTION 
AND POWER
* ALL OFFICERS AND ALSO THE LOWER RANKS SHOULD KNOW THEIR 
DUTIES AS WELL AS THEIR OPPORTUNITIES FOR AN EXTENSION OF 
THEIR POWERS^
* THE MOST IMPORTANT DECISIONS ARE TAKEN ON THE BASIS OF 
LONG TERM CONSIDERATION. SHORT TERM SOLUTIONS ARE GENE­
RALLY GIVEN LITTLE WEIGHT EVEN IF THEY PRODUCE EXTRA IN­
COMES AND SHORT TERM BENEFITS
* THE MAJOR DECISIONS ARE GENERALLY TAKEN AFTER DUE CONSI­
DERATION FOR THE WISHES OF THE MAJORITY OF PORT USERS. 
SPECIAL INTEREST GROUPINGS MAY SUFFER SINCE THE SYSTEM
IS GENERALLY LESS FLEXIBLE THAN THOSE OF PRIVATE COMPANIES
* INFORMATION ON BASIC COMMON INTERESTS IS GENERALLY AVAI­
LABLE TO A FAR GREATER EXTENT THAN IS GENERALLY THE CASE
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WITH PRIVATE COMPANIES. PEOPLE CAN THEREFORE .MAKE PLANS 
MORE EASILY WITHIN THIS GENERAL FRAMEWORK THAN WITHOUT IT
* LONG TERM PLANNING IS A WELL-KNOWN TOOL IN PUBLIC ENTITIES 
THEREFORE PLANNERS OF ALL KINDS GENERALLY TAKE OR PROPOSE 
THE MOST RELEVANT DECISIONS
* NEW IDEAS OFTEN TAKE LONG TIME TO BE VARRIED OUT IN PRAC­
TICE AND OLD SYSTEMS WILL OFTEN PREVAIL LONG AFTER THAT 
THEY HAVE CLOSED TO PREVAIL LONG AFTER PRATICAL USE.
THOSE POTENTIALS OF PORT MANAGEMENT STRATEGIES ARE NOT 
FIXED RULES; THEY ARE ONLY REFERENCES TO CERTAIN IMPORTANT 
VIEWPOINTS TO BE FOUND IN SOME WORLD PORTS TODAY.
HOWEVER IT MIGHT ALSO BE NECESSARY TO STRESS THAT THE MANA­
GEMENT PRINCIPLES OUTLINED ABOVE AND THE COMPLEX PORT ORGANI 
ZATIONAL SET-UPS REQUIRE VERY COMPREHENSIVE CO-OPERATION IN 
ORDER TO FUNCTION EFFECTIVELY; AN EXTENSIVE ANALYSIS OF THE 
CONTENT AND QUALITY OF THESE CO-OPERATIVE EFFORTS IS OF 
PRIMARY IMPORTANCE.
IN PORTS THE COSTS DO NOT ONLY DEPEND UPON NATIONAL SERVICES 
RENDED BUT ALSO UPON THE SMOOTH FUNCTIONING OF ALL THE PAR­
TIES SITUATED IN THE PORT AREA, AND WHOSE EXISTENCE THE PORT 
AND THE SHIPS SERVING THE PORT AREA DEPENDENT UPON. THEY 
ARE, THE PORT AUTHORITY AND THOSE COMPANIES HAVING A PERMA­
NENT BASE IN THE PORT AREA STEVEDORS, FORWARDING AGENTS, 
SHIP AGENTS, PUBLIC ENTITIES.
PRINCIPALLY ONE MAY DIVIDE THE ENTITIES OPERATING IN THE
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PORT, AND WHOSE EXISTENCE ARE MUTUALLY DEPENDED INTO THE 
FOLLOWING CATEGORIES;
PORT AUTHORITY, SHIPOWNERS AND THEIR REPRESENTATIVES (SHIP 
AGENTS), TERMINAL OPERATORS, STEVEDROS AND TRUCKING FIRMS, 
DOCKERS, FORWARDING AGENTS, THE RAILWAYS, OTHER PUBLICLY 
OWNED PORT INTERESTS (POLICE, HEALTH, SECURITY, CUSTOM ETC.), 
GENERAL PORT SERVICES.
ALL THOSE GROUPINGS ARE IMPORTANT IN MAKING THE PORT FUNC­
TION PROPERLY, AND IN ALLOWING THE PORT TO DEVELOP IN AN 
ECONOMICAL MANNER. THE DIFFICULTY IS THAT EVEN IF THESE 
BODIES HAVE ONE AIM IN COMMON, FOR EXAMPLE THE PROPER FUNC­
TIONING OF THE PORT, WHICH THEY ARE DEPENDENT UPON, THEY 
HAVE OTHER INTERESTS ALSO, MAY OF WHICH MAY BE DETRIMENTAL 
TO THE OPTIMAL FUNCTIONING OF THE PORT. IN THIS LATTER SITUA­
TION, BASICALLY IT IS WITHIN THE FUNCTIONS WHICH ARE CONNEC­
TED WITH THE MOVEMENT AND TREATMENT OF CARGOES THAT IT IS 
IMPORTANT TO CO-OPERATE.
THESE SERVICES ARE: STEVEDORING TERMINAL SERVICES FOR CAR­
GOES, TRUCKING SERVICES, TALLY SERVICES AND WATCHMEN, STOR­
AGE OF CARGOES, TRANSPORT OF CARGOES FROM/TO THE PORT, CUS­
TOM PROCEDURS, PUBLIC SUPERVISION, ESPECIALLY OF THE SECU­
RITY, REPAIRS AND MAINTENANCE OF EQUIPMENT, SERVICES OF THE 
ROAD AND RAIL AUTHORITIES.
ALTOGETHER THOSE SERVICES MAKE UP THE FRAMEWORK FOR THE
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PROPER FUNCTIONING OF THE PORT WITH REGARD TO THE HANDLING
AND CLEARING OF CARGOES. THE MAIN REASON WHY IT IS OF ALMOST 
IMPORTANCE TO ACHIEVE A CO-OPERATION IS, HOWEVER, AND THAT 
SEVERAL OF THESE PORT FUNCTIONS ARE MUTUALLY DEPENDENT.
ONE FUNCTION CAN OFTEN NOT BE DONE BEFORE THE OTHER HAS 
BEEN CARRIED OUT. THIS IS PART OF THE REASON WHY SOME PORTS 
HAVE ESTABLISHED SO-CALLED TERMINAL COMPANIES, WHICH TAKE 
CARE OF MOST OF IF NOT ALL THESE FUNCTIONS SIMULTANEOUSLY.
4.1.2. IMPROVEMENT OF PORT OPERATIONS
BOTH SEABORNE AND LANDBORNE OPERATIONS INFLUENCE PORT EFFI­
CIENCY; THEY ARE CONCERNED WITH THE DAILY OPERATIONAL SET­
UPS IN THE PORT REGARDING THE MOVEMENT OF SHIPS AND THE 
TREATMENT OF CARGO, THEY INTERACT TO A GREATER OR LESSER 
EXTENT.
/
IMPACTS ON SEABORNE OPERATIONS ARE FOR INSTANCE, THE NAU­
TICAL CONTRAINTS AS ALSO SHIP HANDLING FOR EXAMPLE EN­
TRANCE. BERTHS ETC. THE REQUIREMENT THAT A SHIP CAN ENTER 
AND LEAVE THE PORT SAFELY IS AS EQUALLY IMPORTANT TO PORT 
EFFICIENCY AS THE AVAILABILITY OF BERTHS.
THE CONDITIONS FOR WHICH ENTRY IS CONSIDERED SAFE OR UN­
SAFE ARE REFERRED TO AS THE PORT ENTRANCE REGIME. IF CON­
DITIONS ARE UNSAFE FOR A CERTAIN SHIP WHEN SHE WANTS TO 
ENTER, THIS WILL MEAN THAT SHE HAS TO WAIT FOR MORE FA-
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VOURABLE CONDITIONS, WHICH RESULTS IN A LOSS OF VALUABLE 
WORKING TIME AT THE QUAYS.
ENTRANCE SAFETY IS MOSTLY BASED ON DEPTH (CHANCE OF TOUCHING 
THE BOTTOM) AND WIDTH (CHANCE OF LOSING CONTROL AND TOUCHING 
OTHE SHIPS, OBSTRACTS OR CHANNEL BANKS). IN THIS RESPECT 
THE NAVIGATIONAL AIDS IN THE APPROACHS AND MANEUVING AREAS 
ARE OF THE GREATEST IMPORTANCE AND SHOULD BE KEPT IN OPTI­
MAL WORKING CONDITION. WHEN ONCE THE SHIP ENTERED, SHE MUST 
FIND AN ADEQUATE BERTH, AVAILABLE WHEN IT IS REQUIRED. TOO 
FEW BERTHS WILL GIVE RISE TO QUEUES FOR SHIPS AND DELAY IN 
CARGO DELIVERY. BERTHS WHICH ARE TOO SMALL LIMIT THE MAXI­
MUM SHIP SIZE, WHICH IN TURN LIMIT THE THROUGHPUT CAPACITY.
INTERACTIONS ON LANDBORNE OPERATIONS ARE CARGO HANDLING, 
STORAGE AND AVAILABILITY, QUALITY, EFFICIENCY OF PERSONNEL 
AND EQUIPMENT.'
CARGO HANDLING IS A VITAL ELEMENT IN ANY TRANSPORT CHAIN. 
CONSIDERING THE PROPORTION OF HANDLING COSTS AND TRANSPORT 
COSTS, ONE MAY SAY THE HIGHER WILL BE HANDLING AND TRANSPORT 
COSTS; HANDLING OPERATIONS DEPEND MAINLY UPON TYPES OF CARGO 
TO BE HANDLED.
WHEN CHOOSING CARGO HANDLING EQUIPMENT THE FOLLOWING FACTORS 
MUST BE TAKEN INTO ACCOUNT:
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* TYPES OF UNITS TO BE HANDLED, CONTAINERS, FLATS, PALLETS 
ETC.
* TYPES jOF handling OPERATIONS REQUIRED
* QUANTITIES OF CARGO I.E. MEMBER OF HANDLING OPERATIONS
* UNIT WEIGHT AND SIZE
* TRANSPORT DISTANCE (WITHIN THE TERMINAL)
* TRANSPORT CONDITIONS (WITHIN THE TERMINAL)
CARGO HANDLING EQUIPMENT REQUIRES IMPORTANT INVESTMENTS;
DUE TO THE INVESTMENTS INVOLVED HEAVY HANDLING EQUIPMENT 
REQUIRS A HIGH DEGREE OF UTILIZATION. WHEN ACQUIRING EQUIP­
MENT, ITS RELIABILITY OR SERVICE FACTOR SHOULD BE TAKEN 
INTO ACCOUNT; CAREFUL CONSIDERATION IS ESSENTIAL BEFORE 
THE FINAL CHOTCE IS MADE.
CONCERNING STORAGE, SOME PRINCIPLES FOR ORGANIZATION ARE 
MENTIONED BELOW.
* AVOID LONG STORAGE TIME
*■PROVIDE PROPER TRACKING SYSTEMS. ACCURATE RECORDS MUST 
BE KEPT ON THE LOCATION OF ALL THE CARGO
* IMPORTANT CARGO SHOULD BE STORED NEAR PLACE OF DELIVERY
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* NAME OF VESSEL. LOADING AND DISCHARGING DATE SHOULD BE 
REGISTERED
* STORE EXPORT CARGO NEAR TO PLACE OF LOADING
* OPEN AIR STORAGE IS SUITABLE FOR COMMODITIES SUCH AS 
STEEL, PIPES AND HEAVY LIFTS
* CARGO STORED IN THE OPEN WAY BE PROTECTED AGAINST RAIND, 
SAND ETC.
4.1.3. GOOD TRANSPORT CONNECTIONS TO/FROM THE PORT
ONE MAY SAY THAT THE HINTERLAND IS THE VERY VASIS FOR A 
PORT'S EXISTENCE. FOR HINTERLAND CONNECTIONS AND HINTERLAND 
EXPANSION THE PORT IS THEREFORE TO A LARGE DEGREE DEPENDENT 
UPON ITS TRANSPORTERS, ESPECIALLY THE INLAND TRANSPORTERS. 
THE MOST IMPORTANT TRANSPORT LINKS CONNECTING THE PORTS 
WITH THEIR HINTERLANDS ARE THE RAILWAYS, THE ROAD SYSTEM,
THE BARGE INLAND WATERWAY SYSTEM AND THE AIRWAYS IN SOME 
COUNTRIES, BASICALLY ISLANDS AND COUNTRIES HAVING A LONG 
COASTLINE.
FOR A WELL DESIGNED TRANSPORT CHAIN, THE LAND TRANSPORT 
SYSTEM MUST BE ADAPTED TO THE SEA TRANSPORT. DIFFERENT KINDS 
OF FREIGHT REQUIRE DIFFERENT TRANSPORT MODES AS WELL AS
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DIFFERENT TRANSPORT SOLUTIONS PER TRANSPORT MODE.
IT IS OF GREAT IMPORTANCE TO STUDY CAREFULLY THE EFFICIENCY 
OF HINTERLAND CONNECTIONS, TO HAVE A BASIC KNOWLEDGE OF 
THE CAPACITIES, REGULARITY AND COMPETITIVE STRENGTHS OF 
THE RESPECTIVE TRANSPORT MODES, PREFERABLY IN CO-OPERATION 
WITH THE BODIES CONCERNED TO SEE HOW THESE CONNECTIONS ARE 
HARMONIZED. THE TRANSPORT LINKS ARE BASIC FACTORS IN THE 
GENERAL COMPETITIVE CONDITION IN A PORT.
TRANSPORT POLITICS ARE ALWAYS OF GREAT IMPORTANCE TO PORTS, 
BOTH DIRECTLY AND INDIRECTLY. FEW PORTS COULD DEVELOP WITH­
OUT THEACCEPTANCE OF THE CENTRAL AND LOCAL TRANSPORT AUTHORI­
TIES, SO IT IS OFTEN VERY USEFUL FOR PORT AUTHORITIES TO 
INFLUENCE THE TRANSPORT AUTHORITIES IN THE RIGHT DIRECTION.
4.1.4. PROPER PORT FINANCE SYSTEM
A PORT IS PRIMARLY CONCERNED WITH THE FINANCIAL VIABILITY 
OF ITS OPERATIONS, WHICH MEANS THAT IT SEAKS TO MEET ITS 
FINANCIAL OBLIGATIONS. ANALYSIS OF THE FINANCIAL SITUATION 
OF A PORT MUST ENABLE TO EVALUABLE THE FINANCIAL VIABILITY 
OF. THE INVESTMENT AND THE IMPACT OF THE INVESTMENT ON THE 
FINANCIAL HEALTH OF THE PORT AUTHORITY AS A WHOLE.
IN GENERAL, PORT AUTHORITIES ARE REQUIRED TO GENERATE AND 
RETAIN SUFFICIENT INCOME TO CARRY OUT EFFICIENT OPERATIONS,
TO MAINTAIN THEIR ASSETS IN GOOD WORKING CONDITION AND TO
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MAKE A CONTRIBUTION TO FUTURE INVESTMENTS FOR THE PROPER 
FUNCTIONING AND DEVELOPMENT OF THE PORT.
THE DATA REQUIRED FOR THE FINANCIAL ANALYSIS COME FROM: 
ESTIMATS OF THE COSTS OF THE PROJECTED FACILITIES, PREVIOUS 
FINANCIAL STATEMENTS OF THE PORT AUTHORITY, DATA RECORDED 
BY THE ACCOUNTING SYSTEM, PAST TRAFFICS STATISTICS AND 
ESTIMATED TRAFFIC FORECASTS, PRESENT TARIFFS OF SERVICES 
FROM THE PORT AUTHORITY.
FROM THIS INFORMATION, THE FOLLOWING VALUES CAN BE CALCU­
LATED: EXPECTED REVENUE FROM FUTURE TRAFFIC AND TARIFFS, 
EXPECTED OPERATING COSTS, INVESTMENTS COSTS AND REPAYMENTS, 
CASH FLOWS, FINANCIAL RATIOS.
TO ACHIEVE ITS FINANCIAL OBJECTIVES A BASIC FACTOR AFFECTING 
THE FINANCIAL DEVELOPMENT OF THE PORT IS ITS PRICING STRUC­
TURE. THE PRICING STRUCTURE (NUMBER OF CHARGS, TYPES OF CHAR- 
GES, CHARGING BASE) OF A PORT SHOULD BE DESIGNED TO LAST 
FOR MANY YEARS, ALTHOUGH THE LEVEL OF EACH PORT CHARGE MAY 
BE MODIFIED AS CONDITIONS CHANGE.
THE PRICING STRUCTURE THEREFORE, SHOULD BE SO DESIGNED AS 
TO ACHIEVE NOT ONLY PRESENT PRICING OBJECTIVES BUT ALSO 
FUTURE ONES.
SO A GOOD PRICING STRUCTURE IS NECESSARY; IT SHOULD SATIS­
FY AT LEAST THREE MAIN GENERAL REQUIREMENTS, DIRECTLY’DE­
RIVED FRO MTHE PRICING OBJECTIVES AND CONSTRAINTS. IT SHOULD
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ALLOW A PROPER RE-ALLOCATION OF BENEFITS, FACILITATE THE 
COMPARISON BETWEEN CHARGES AND COSTS AND CONTRIBUTE TO THE 
IMPROVED UTILIZATION OF ASSETS.
4.1.5. TRAINING OF PORT PERSONNEL
FOR THE EFFECTIVE EFFICIENCY OF A PORT, LABOUR AND KNOW-HOW 
ARE REQUIRED BESIDES OTHER FACTORS. IN PARTICULAR THE KNOW­
HOW ENABLES TO OPTIMISE THE THROUG-PUT OF GOODS IN THE PORT; 
‘AND HERE AN INTERESTING POINT TO BE NOTED:
THE DEEPER THE SPECIALIZATION WITHIN AN ECONOMIC SYSTEM OR 
THE DEEPER THE SPECIALIZATION IN THE WORLD ECONOMIC SYSTEM, 
THE MORE GOODS MUST BE DISTRIBUTED, HANDLED AND EXCHANGED.
IN THE OTHER HAND THIS INCREASE IN THE HANDLING OF GOODS 
IS ACHIEVED BY THE MODERN METHODS OF TRANSPORT (NEW EQUIP­
MENTS OR MACHINS) AND INCREASES THE SPECIALIZATION WITHIN 
ECONOMIC BRANCHS AND SYSTEMS; THIS MEANS IN CONSEQUENCE NEW 
SKILLS AND "KNOW-HOW".
IN A PORT THIS REQUIREMENT, TRAINING AND FURTHER TRAINING 
IS OF PARTICULAR IMPORTANCE. THE SKILL OF PERSONNEL INVOLVED 
IN PORT OPERATIONS STRONGLY AFFECTS THE FUNCTIONING OF A 
PORT. AS OUTLINED ABOVE THE EXTENT OF TRAINING TO THE LEVEL 
OF SKILL REQUIRED AND THE THROUGH-PUT AND/OR EFFICIENCY OF 
A PORT ARE VERY MUCH INTERRELATED. AND EFFICIENT MAINTENAN­
CE OF PORT INFRASTRUCTURE, EQUPMENT AND ADEQUATE TOOLS WILL 
DEPEND ON QUALIFIED AND RESPONSIBLE PERSONNEL.
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APPROPRIATE PERMANENT TRAINING FACILITIES SHOULD BE AVAI­
LABLE LOCALLY. TRAINING COURSES ADAPTED TO LOCAL CUSTOMS 
AND PROCEDURS HAVE TO BE GIVEN TO ALL RELEVANT PERSONNEL 
AND AT REGULAR INTERVALS.
IN THEORY WHAT IS REQUIRED IS AN "ALLROUND-SPECIALIST" OR 
"ALLROUND-SKILLED DOCK WORKERS" THAT ARE NOT AS HIGHLY 
TRAINED AS THE SPECIALISTS BUT ARE USABLE IN A VARIETY OF 
SKILLED TASKS THUS PROVIDING A FLEXIBLE MULTI PURPOSE UNIT.
THESE ALLROUND SKILLED WORKERS ALSO PROVIDE THE POTENTIAL 
FOR MANAGEMENT GRADS SUCH AS FOREMAN, SHIPS FOREMAN, SUPER­
INTENDENT ETC. AND FROM THESE ALLROUND SKILLS A POTENTIAL 
EXISTS WHICH IS QUICKLY ADAPTABLE TO ANY NEW OR UNKNOWN 
TASKS.
4.1.6. CONCEPT OF PORT PLANNING
WITHIN THE BROAD NATIONAL STRATEGY, THE DEVELOPMENT OF A 
PORT MUST BE COMPREHENSIVELY PLANNED. THE DEVELOPMENT OF 
A PORT CONSISTS OF A COMBINATION OF MEDIUM-TERM AND LONG­
TERM PLANNING OF NEW FACILITIES PLUS, IN THE CASE OF AN 
EXISTING PORT, A PROGRAMME OF SHORT-TERM ACTION TO IM­
PROVE THE MANAGEMENT, THE PRESENT FACILITIES AND THEIR 
USE. IN THOSE TWO CASES THE PORT DEVELOPMENT PLANNING COULD 
SAFELY GO AHEAD WITH THE FOLLOWING OBJECTIVE: TO PROVIDE 
PORT FACILITIES AND OPERATING SYSTEMS IN THE NATIONAL IN­
TEREST AT THE LOWEST COMBINED COST TO THE PORT AND PORT 
USERS.
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TO PLAN FOR SUCH AN OBJECTIVE DEMANDS THE ESTABLISHING 
OF RELIABLE STATISTICAL INFORMATION CENTRE. THE CORRECT 
INTERPRETATION AND ANALYSIS OF DATA OBTAINED. WE WOULD 
ADD HERE THAT IT IS IMPORTANT TO HAVE THE INFORMATION GA­
THERED REGULARLY, PREFERABLY ON A MONTHLY BASIS. THESE 
STATISTICS INFORMATION SHOULD CONCERN MAINLY: THE EXPECTED 
FLOW OF EACH TYPE OF CARGO THROUGH THE PORT, THE SIZE AND 
TYPES OF SHIPS WHICH WILL ENTER THE PORT IN THE FUTURE,
THE QUALITY AND QUANTITY OF PORT LABOUR EXPECTED TO BE 
FOUND, THE TYPE AND SIZE OF THE DEVELOPMENTS REQUIRED AT 
EACH STAGE OF THE PLAN DUE TO TIME SCHEDULE, THE COSTS OF 
THE DEVELOPMENTS ETC.
THIS TRADITIONAL FORM OF PORT PLANNING AIMS TO PRODUCE 
THE BEST PLAN FOR WHATEVER TRAFFIC DEMAND PLACED ON IT 
WITHOUT TRYING DIRECTLY TO INFLUENCE THE FORM OF THAT DE­
MAND. NATURALLY ANY PROMOTION ACTIVITY IN FAVOUR OF THE 
PORT, AND EFFORTS TO ATTRACT TRAFFIC AND INCREASE ITS VO­
LUME, SHOULD BE TAKEN INTO CONSIDERATION.
BUT PLANNING REQUIRES TOOLS, TIME AND MONEY, AND FEW PORTS 
WILL HAVE ALL THREE. NO WONDER PLANNING IS AT A PRELIMI­
NARY STAGE. THE FIRST PREREQUISITE IS, HOWEVER, THAT THE 
MANAGEMENT AND THE HARBOUR BOARD RECOGNIZE THE IMPORTANCE 
OF PLANNING AND PROVIDE THE BASIC EQUIPMENT AND SOFTWARE; 
IT WILL NEED CERTAINLY TO EMPLOY PORT PLANNERS, PREFERABLY 
THROUGH THE ESTABLISHMENT OF A PORT PLANNING DIVISION.
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4.2. WHAT CAN A PORT IN A DEVELOPING COUNTRY DO TO PROMOTE
ITS DEVELOPMENT?
CASE STUDY: PORT OF COTONOU
BEFORE STARTING PORT PLANNING DEVELOPMENT ONE MUST HAVE 
KNOWLEDGE OF TECHNICAL, ORGANIZATIONAL, FINANCIAL AND OPE­
RATIONAL MATTERS COMBINED WITH DETAILED KNOWLEDGE OF PORT 
FACILITIES, TRAFFIC AND TRANSPORTATION POSSIBILITIES; IN 
THE CASE OF THE PORT OF COTONOU ONE HAS HAD A GOOD KNOW­
LEDGE OF WHAT IS GOING ON IN THIS PORT IN THE PREVIOUS 
CHAPTER NOW SOME RELEVANT EFFORT SHOULD BE MADE TO RATIO­
NALIZE ITS OPERATIONS.
THE PORT OF COTONOU LIKE MOST OF PORTS IN DEVELOPING COUN­
TRIES LACKING SUFFICIENT CAPITAL, EXPANSION HAVING TO SOME 
EXTENT BEEN DIFFICULT, A LACK OF COMPREHENSIVE PORT PLAN­
NING POLICIES HAS MEANT POOR PORT SERVICES, AND OTHER DIF­
FICULTIES; IN THIS PARTICULAR PORT, THE PROBLEME WHICH IS 
VITALLY NECESSARY TO SOLVE IS TO ANSWER TO THE FOLLOWING 
REALISTIC QUESTION.
4.2.1. CAN THE PORT AUTHORITIES ESTIMATE THEIR POSSIBILITIES OF 
REACHING THEIR GOALS?
THE PORT OF COTONOU PLAYS AN IMPORTANT ROLE IN SUB-REGIO­
NAL TRADE; ACCORDING TO THIS VOCATION AND ITS CONDITIONS 
ONE WILL TRY TO DEFINE A SET OF ADVISABLE, STRATEGIC PORT 
OBJECTIVES AND TO MAKE SOME GENERAL COMMENTS.
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* EVERY PORT USER TODAY EXPECTS THAT HIS SHIP AND HIS 
CARGOES WILL BE HANDLED IN THE BEST POSSIBLE WAY; THE 
POSSIBILITIES OF ACHIEVING THAT OBJECTIVE WILL DIFFER 
FOR PORTS IN DEVELOPING AND DEVELOPED COUNTRIES. IN THE 
CASE OF THE PORT OF COTONOU, IT IS ESSENTIAL THAT THE 
PORT DOES WHAT IT IS ABLE TO DO WITH THE RESOURCES AVAI­
LABLE AND ALSO SEES TO ITS POSSIBILITIES THAT THE TRAFFIC 
CALLING THERE IS TREATED IN THE MOST ECONOMICAL AND EFFI­
CIENT MANNER, SO THAT CUSTOMERS ARE GIVEN AT LEAST THE 
SAME TREATMENT AS IN SIMILAR PORTS. THIS LEVEL OF ADAP­
TION GOES NOT ONLY FOR PRODUCTIVITY BUT ALSO FOR ENSURING 
FOR ITS CUSTOMERS, AND IT IS BELIEVED THAT MOST PORT 
CUSTOMERS ARE SATISFIED IF THEIR WISHES ON THIS POINT 
ARE MET.
SO, THE PORT MUST PROMOTE AND SECURE SUFFICIENT MEANS TO 
SUSTAIN ITS OWN DEVELOPMENT. IT IS, HOWEVER, TRUE TO SAY 
THAT THIS OBJECTIVE IS BASICALLY PASSIVE IN CHARACTER.
* THE PORT SHALL SEE TO IT THAT THE BUSINESS ENTREPRISES 
IN THE PORT AREA OR IN THE VICINITY OFTHE PORT PROSPER. 
THE PORT AUTHORITIES MUST TRY TO ANALYSE THEIR PRICING 
SYSTEM SUCH AS TO REACH THIS GOAL.
* THE PORT SHALL SEE TO IT THAT AS MANY LABOURERS AS 
POSSIBLE ARE EMPLOYED ON ITS PREMISES. IN DOING SO, IT 
SHALL NOT INVEST IN THE MOST CAPITAL INTENSIVE EQUIPMENT,
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BUT TRY TO CONCENTRATE ON AS MANY MANUAL UNDERTAKINGS AS
POSSIBLE.
THIS OBJECTIVE REFERS TO THE PORT'S OBLIGATIONSAS AN EM­
PLOYER. IT SAYS THAT THE PORT HAS CERTAIN OBLIGATIONS TO­
WARDS ITS EMPLOYEES REGARDING SAFETY STANDARDS, ECONOMIC 
CONDITIONS AND ENVIRONMENTAL CONDITIONS. IN THE LONG RUN 
IT IS ALSO OF PRIME IMPORTANCE TO PORTS AS TO MANY OTHER 
EMPLOYERS, THAT EMPLOYEES ARE TREATED IN THE BEST POSSIBLE 
MANNER. MORE CAN THEN BE EXPECTED FROM THE WORK FORCE, AND 
CUSTOMERS CAN ALSO BE GIVEN BETTER SERVICE. AS A RULE THE 
PORT WILL WIN MORE BY PROVIDING GOOD WORKING CONDITIONS 
THAN IT WILL LOSE THROUGH INCREASED PAYMENTS, SOCIAL BE- 
NEFITS ETC.
THE PORT IS AWARE OF THE FACT THAT SUPERFLUOUS LABOUR MUST 
BE AVOIDED FOR MORE EFFICIENT PORT OPERATIONS.
* THE PORT OF COTONOU IS NOT OVERUTILIZED SO THE PORT 
SHALL TRY TO ATTRACT MORE SHIPS TO THE PORT AS POSSIBLE.
* THE PORT MUST TRY TO CONCENTRATE ON AS MANY ACTIVITIES 
AS POSSIBLE. THIS IS IMPORTANT BECAUSE IT CAN THEN MORE 
EASILY CONTROL ITS OWN USERS, AND BECAUSE MORE ACTIVITY 
MEANS MORE MONEY.
THAT IS A FACTOR OF THE TENDENCY TOWARDS CENTRALIZATION.
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THE GOVERNMENT AND EXECUTIVE BODIES CONTROLLING THE PORT 
WANT TO CONTROL ALL ITS ACTIVITIES, WHICH MEANS THAT THE 
SHIP AND FORWARDING AGENTS. EVEN THE SHIPOWNERS OPERATING 
IN THE PORT, MUST ACCEPT CONSIDERABLE LIMITATIONS UPON 
THEIR INFLUENCE ON PORT MATTERS. THIS GOAL IS REACHED IN 
REPUBLIC OF BENIN; BUT BEFORE THIS MEANS A MORE EFFICIENT 
PORT, BUREAUCRACY AND OTHER BAD PRACTICE MUST CHANGE IN 
GOOD WAY.
* THE CONCEPT OF CLOSE CO-OPERATION BETWEEN THE PORT 
AUTHORITY AND ITS MAIN USERS: PROJECT GROUPS CONSISTING 
OF REPRESENTATIVES FROM THE PORT AUTHORITY AND THEIR MAIN 
USERS GROUPS MUST BE SET UP MORE OR LESS FORMALLY, SO AS 
TO BRING THE PARTIES MORE CLOSELY TOGETHER; .THE REASON FOR 
SUCH CO-OPERATION LIES NOT ONLY IN THE AIM OF ACHIEVING 
MORE RATIONAL SERVICES, BUT ALSO IN A POSSIBLE REDUCTION 
OF TRAFFIC CONGESTION AROUND THE PORT AND TO SOLVE COM-
J
MON PROBLEMS.
* THE LAST OBJECTIVE STRESS ON THE NEED FOR MODERN MANA­
GEMENT TECHNIQUES; THEY ARE EXTREMELY IMPORTANT IN PLANNING 
DAILY OPERATIONS, ORGANIZATIONS PROCEDURES ETC. WITH THIS 
SYSTEM ONLY ONE CAN MEASURE THE RISKS INVOLVED IN THE GREA­
TEST PROJECTS AND THE POSSIBILITIES OF ACHIEVING A BETTER 
RESULT THAN ASSUMED.
AS ONE CAN SEE THE AIMS LISTED ABOVE ARE DIFFERENT AND IT
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IS OBVIOUS THAT THE POSSIBILITIES OF ACHIEVING ONE'S OB­
JECTIVES WILL DIFFER FOR PORTS. THE PORT OF COTONOU, A 
PORT IN A DEVELOPING COUNTRY, IS MORE CONCERNED WITH PRO­
FITABILITY AND EMPLOYMENT; IT IS ADVISABLE TO CONCENTRATE 
ON IMPROVING PORT SERVICES, SO AS TO INCREASE ITS COMPE­
TITIVE ADVANTAGES OVER OTHER PORTS THEN TO ASSIST IN 
GENERATING TRADE, BUSINESS AND INDUSTRIAL EXPANSION OF THE 
COUNTRY AND TO PROMOTE REGIONAL ECONOMIC DEVELOPMENT.
4.2.2. A SURVEY OF PORT PROBLEMS 
PORT CONGESTION:
CONGESTION OCCURS WHEN THE NUMBER OF SHIPS ENTERING IS 
LARGER THAN THE THROUGHPUT OF SHIPS IN THE PORT. CONGESTION 
SEEMS TO BE THE ULTIMATE SYMPTOM OF PORT OPERATIONAL PRO­
BLEMS; THE SYMPTOM REFERRED TO IS ONE OF THE PHYSICAL SIGNS 
OF CONGESTION AS FOLLOWED:
* EVERY REGULAR STORAGE SPACE IS FULL AND A CONSIDERABLE 
AMOUNT OF GOODS IS ON THE QUAYS;
* A LONG QUEUE OF SHIPS IS WAITING AT THE ANCHORAGE FOR 
A BERTH;
* THERE ARE QUEUES QF TRUCKS OR OTHER MEANS OF INLAND 
TRANSPORT.
SLOW MOVEMENT OF CARGO THROUGH THE PORT IS ONE OF THE MAIN 
CAUSES OF CONGESTION. THIS MAY BE DUE TO PROCESSING OF DO­
CUMENTS, EXCESS STORAGE TIME OWING TO LOCAL HABITS, LATE
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DELIVERY OF EXPORT CARGO, INEFFICIENT CAPACITY OF TRAN­
SPORT CONNECTIONS ON THE LANDWARD INTERFACE. PORT CON­
GESTIONS WILL HAVE THE FOLLOWING DIRECT ECONOMIC RESULTS;
* LOSS IN SHIP EARNING CAPACITY, REDUCED INCOME FOR THE 
PORTS DUE TO REDUCED FLOW AND TO TEMPORARY OR PERMANENT 
LOSS OF TRAFFIC, HIGH SHIPPING CHARGES FOR THE SHIPPERS;
* INDIRECT COSTS OF DELAYS TO SHIPMENTS AND LOSS OF 
GOOD-WILL IN THE TRADE.
CAN THE CONGESTION PROBLEM BE SOLVED? THROUGHPUT IN THE 
PORT CAN BE INCREASED BY PORT EXPANSION, IMPROVED TECH­
NICAL EQUIPMENT AND METHODS, IMPROVED UTILIZATION OF
warehoursPand storage areas, reduced storage time, other
ADMINISTRATIVE MEASURES, CLEARING AND TIDYING UP IN THE 
PORT.
'NATIONAL AND INTERNATIONAL TRAFFIC POLITICS:
TRANSPORT POLITICS ARE OF GREAT IMPORTANCE TO PORTS; THEY 
SHAPE THE ENVIRONMENT TO WHICH EACH PORT AND TRANSPORT 
MEDIUM HAS TO ADOPT. UNDER THIS HEADING WE WILL INCLUDE 
NATIONAL TAXES, TRANSPORT LAWS AND REGULATIONS, SUBSIDIES 
AND OTHER KINDS OF SPECIAL SUPPORT. SO, IT IS OF NECESSITY 
TO HAVE A BASIC KNOWLEDGE OF THE CAPACITIES, REGULARITY AND 
COMPETITIVE STRENGTHS OF THE RESPECTIVE TRANSPORT MODS.
IT IS ACCEPTED THAT THE ROADS SHOULD BE SUBSIDIZED IN 
AFRICA ESPECIALLY IN BENIN DUE TO THEIR SOCIO-ECONOMIC 
ADVANTAGES. THESE ADVANTAGES ARE VERY GREAT IN AND AROUND
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MAJOR CITIES, EVEN FOR HINTERLAND COUNTRIES, WHICH COULD 
NOT SURVIVE WITHOUT THE ROADS CARRYING A LARGE SHARE OF 
THE TRAFFIC.
MAINTENANCE OF EQUIPMENT:
THE PROVISION OF ADEQUATE MAINTENANCE IS A SERIQUS PRO­
BLEM PARTICULARLY IN THE PORT OF COTONOU. THERE ARE FEW 
PORTS IN DEVELOPING COUNTRIES WHICH HAVE MANAGED TO AVOID 
ACCUMULATING A PERMANENT POOL OF EQUIPMENT AWAITING REPAIR. 
THE REACTIVATION OF SUCH EQUIPMENT WOULD GIVE THE BIGGEST 
SINGLE GAIN IN PERFORMANCE THAT MANAGEMENT COULD ACHIEVE.
IT IS EXTREMELY IMPORTANT TO INTRODUCE THE IDEA AND NECES­
SITY OF MAINTENANCE TO ALL PERSONNEL RESPONSIBLE FOR THE 
USE AND OPERATION OF EQUIPMENT.
GOOD MAINTENANCE IS NOT CHEAP, AND NEEDS TO BE CONSIDERED
AT THE PLANNING STAGE. SUBSTANTIAL SUMS NEED TO BE PRO- 
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VIDEO FOR WORKSHOPS, FOR SPARE PARTS, AND FOR ONGOING 
MAINTENANCE. THIS IS AN EXTRA EXPENSE BUT A NECESSARY IN­
VESTMENT IF THE PORT IS TO FUNCTION PROPERLY. WITHOUT 
SKILLED HANDLING AND PROPER MAINTENANCE, OPERATIONS IN 
THE PORT CAN BE SERIOUSLY AFFECTED, AND IN EXTREME CASES, 
CAUSE CONGESTION OR EVEN COMPLETE STANDSTILL.
EFFICIENT MAINTENANCE WILL DEPEND ON QUALIFIED AND RESPON­
SIBLE PERSONNEL, TRAINING ADEQUATE TOOLS AND REPAIR FACI-
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LITIES, ADEQUATE SPARE PORTS.
SO, THE IMPORTANCE OF MAINTENANCE MUST BE STRESSED AND 
ITS MAIN PURPOSES ARE:
* TO INCREASE THE WORKING LIFE OF THE EQUIPMENT;
* TO PREVENT BREAKDOWNS, THUS ENSURING MORE RELIABLE 
AND EFFICIENT OPERATIONS;
* TO PREVENT ACCIDENTS.
CONSTRAINTS AND TRADING PRACTICES:
PORT OPERATIONS CAN BE LIMITED OR SLOWED DOWN BY A NUM­
BER OF CONSTRAINTS, POLITICAL, LEGAL AND OTHER OFFICIAL 
PROCEDURES.
A REASONABLE DEGREE OF AUTONOMY OF PORT WILL ENCOURAGE INI­
TIATIVE BY THE PORT MANAGEMENT. REGSTRICTIONS TO DEPRESS 
ANY INITIATIVE ARE KNOWN IN MANY COUNTRIES. SUCH RESTRIC­
TIONS WILL INFLUENCE THE N.ETIRE ORGANIZATION, THUS TENDING 
TO REDUCE PRODUCTIVITY. FROM A POLITICAL POINT OF VIEW IT 
IS THEREFORE IMPORTANT TO ARRIVE AT A PORT'S POLICY WHICH 
ENCOURAGES EFFICIENT RUNNING OF THE PORT.
THE GOVERNMENT IMPORT AND EXPORT POLICY, LICENCING SYSTEM 
ETC., POLITICAL RELATIONS WITH OTHER COUNTRIES MAY AFFECT 
THE PORT ACTIVITIES. DUE TO SPECIAL AGREEMENTS SHIPS OR 
CARGOES OF SOME COUNTRIES MAY HAVE PREFERENCE IN THE PORT 
OR SPECIAL LOW STORAGE TARIFF FOR TRANSIT CARGO TO SOME
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COUNTRIES ENCOURAGE THE STORAGE OF SUCH CARGO IN THE PORT. 
LEGAL CONSTRAINTS MAY BE CLOSELY LINKED TO POLITICAL CON­
STRAINTS, AS MUCH AS THEY TEND TO LIMIT PORT ACTIVITIES. 
PARTICULARLY IMPORTANT ARE LEGAL CONSTRAINTS CONNECTED 
WITH SHIPS CALLING AT THE PORT AND WITH THE OWNERSHIP OF 
CARGO AND RESPONSIBILITIES FOR THE CASE OF CARGO.
REGARDING OFFICIAL PROCEDURES, THEY ARE RELATED BOTH TO 
TRADING PRACTICES AND WORKING DICIPLINE. FOR EXAMPLE, 
IMPORT CONSIGNMENTS ARE NORMALLY CLEARED FROM THE PORT 
ONLY WHEN ALL DUTIES AND CHARGES HAVE BEEN PAID, DOCUMEN­
TARY FORMALITIES HAVE BEEN COMPLETED, CUSTOMS CLEARANCE 
HAS BEEN GIVEN, THE CONSIGNEE WANTS THE GOODS. THUS, IN­
ACCURACY IN THESE PRACTICES MAY RESULT IN EVEN SLOWER 
IMPORT PROCEDURES ON BEHALF OF THE AUTHORITIES.
WORKING DICIPLINE COULD CONSIST OF REPORTING TO WORK, 
PUNCTUALITY, AtlEQUATE WORK.PERFORMANCE, HONESTY. SLACK 
WORKING DICIPLINE WILL SERIOUSLY AFFECT THE PRODUCTIVITY 
DURING WORKING HOURS. THE PORT DEVELOPMENT PLAN SHOULD 
INCLUDE AS ONE OBJECTIVE THE NECOURAGEMENT OF BETTER PRAC­
TICE IN ALL THESE MATTERS LISTED. IDEALLY, THE PHYSICAL 
FLOW OF GOODS SHOULD NEVER SLOWED DOWN BY DELAYS WITH RE­
SPECT TO PAPER WORK; MANAGERS NEED TO BE VIGILANT IN THIS 
RESPECT.
A ROUTINE ORGANIZATIONAL STUDY OF THE PORT CONSTRAINTS AND
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THE FLOW OF DOCUMENTS WILL OFTEN SHOW UP POSSIBILITIES OF
IMPROVEMENT AND SUBSTANTIAL SIMPLIFICATION; IT MAY BE AD­
VISABLE TO ESTABLISH THE MORE USEFUL AND REGULAR CONTROL 
FUNCTION, PURELY TO AVOID SUCH PRACTICES.
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CONCLUSION
ON THE BASIS OF THE ANALYSIS AND INVESTIGATIONS AS CARRIED 
OUT BEFORE ONE SHOULD MAKE SOLID STATEMENTS AS TO THE MOST 
ECONOMICAL PORT ORGANIZATION. THE ANSWER WILL VARY ACCOR­
DING TO VARIOUS CONSULTANTS AND FROM PORT TO PORT DEPEN­
DING ON POLITICAL, TECHNICAL, TRAFFICAL AND ECONOMICAL 
CONDITIONS.
WITH REGARDS TO THE PORT OF COTONOU, FIRST, THE CONTROL 
OF THE WHOLE RANGE OF ACTIVITIES WITHIN THE PORT IN ONE 
SINGLE LOCAL AUTHORITY IS WELL APPRECIABLE; THE PORT 
OPERATIONS HAVE ALREADY THE POWER OF EXECUTION NEEDED,
BUT THE PROBLEM IS TO FIND SOLUTIONS AS TO HOW TO CO­
OPERATE INSIDE THIS HUGE ORGANIZATION? THE CO-OPERA­
TION BETWEEN ALL PORT OPERATORS HAS TO BE STRENGTHENED.
OTHER ADVISABLE STATEMENT IS RELATED TO THE REGIONAL 
ECONOMICAL SITUATION ON WHICH THE PORT OF COTONOU DE­
PENDS ON. THE FACT MUST BE THAT THE GENERAL CULTURE IS 
APPROPRIATE FOR THE PRIVATE SECTOR TO CARRY OUT TRANSIT 
FUNCTIONS AND TRANSPORT FUNCTIONS NECESSARY TO THE PORT. 
ONE SHOULD TRY TO MERGE SOME PRIVATE OPERATING COMPANIES, 
ESPECIALLY FORWARDING AND TRUCKING FIRMS, IN ORDER TO GET 
A MORE BUSY, COMPETITIVE AND EFFICIENT PORT. IT IS SUFFI­
CIENT FOR THE PUBLIC BODY TO KEEP AN EYE ON THE SITUA­
TION, TO APPRECIATE WITHIN ITS OWN SPECIFIED TERMS OF RE­
FERENCE AND TO HOPE THAT ALL WILL BE WELL. THE POINT BEING
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MADE HERE IS NOT THAT THE PUBLIC SECTOR IS NULL; RATHER 
IT IS INCOMPATIBLE WITH THE ASPECTS OF INTERNATIONAL BU­
SINESS CONNECTED TO THOSE PORT OPERATIONS IN THE PORT OF 
COTONOU AND ITS SURROUNDINGS (HINTERLAND AND NEIGHBOURING 
COUNTRIES).
FORT THE PORT AUTHORITY, IT NEEDS TO LOOK AT THE .OPERATIONS 
OF THE PORT AS A WHOLE, TO SEE HOW THESE ARE PROGRESSING 
BY SYSTEMATICALLY COMPARING THEM WITH EARLIER PERIODS, AND 
AS FAR AS MAY BE POSSIBLE IN THE CIRCUMSTANCES WITH OTHER 
PORTS IN COMPETITION WITH IT. IT SHOULD ALSO LOOK AT WHE­
THER ITS OWN TERMS OF REFERENCE ARE ADEQUATE FOR CURRENT 
AND FUTURE NEEDS; THAT COULD HELP THE PORT TO FULFIL EASI­
LY ITS SUB-REGIONAL VOCATION REQUIREMENTS.
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